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ADVANCED RATE APPLICATIONS 

The Commission, as told elsewhere, has con- 
firmed its tentative order in the matter of the pro- 
cedure to be followed under the new law concern- 
ing applications for permission to file advanced 
rate tariffs, with two amendments or additions, 
neither of which goes to the matter of publicity. 
The only provision for publicity, aside from the 
routine of placing a copy of each application, with 
exhibits attached, in the Commission’s public file 
room, and placing on the table in the press room 
and posting on the secretary’s bulletin board daily 
“notices indicating applications received to file tar- 
iffs carrying increased rates, such notices indicat- 
ing in brief the traffic and territory affected,” is 
that there shall be mailed weekly to accredited rep- 
resentatives of organizations of shippers, chambers 
of commerce, or boards of trade, “similar lists of 
the applications received.” 

We had hoped that the Commission would see 
fit to cause its abstracts of these applications to be 
published as paid advertising matter in The Traffic 
World. Since it has failed to do that, we shall 
proceed to publish abstracts in The Traffic Bulletin 
and in The Daily Traffic. World and Traffic Bul- 
tin, as announced elsewhere, just as we now pub- 
lish therein abstracts of tariffs filed—though, of 
course, the abstracts of applications will be fuller 
than those of tariffs. 

We hope it will not be attributed to chagrin at 
the failure of the Commission to adopt the plan 
favored by us—and by shippers—if we say that 
we do not believe it has fulfilled its obligation to 
convey information as to the contents of these 
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applications to persons affected by them. It may 
have assumed that we would print abstracts in our 
Daily and our Bulletin anyhow, but to assume any 
such thing was certainly not making it certain that 
they would be printed. If we did not so print 
them shippers would be put to it to get informa- 
tion, for the plan of the Commission is inadequate 
and entirely unsatisfactory to them, as we think 
they made plain at the hearing October 17. 

The Commission merely tells what it has done 
and not why it has failed to do otherwise, and it 
may have good reasons for confining its per- 
manent order to the narrow limits marked out in 
its tentative announcement, but we can imagine 
none such, for instance, for its failure to require 
carriers to place on file copies of these applications 
at cities where they are now required to maintain 
complete files of tariffs. That seemed a very rea- 
sonable and modest request. Nobody objected to 
it. The only argument about it at the hearing was 
as to whether the exhibits ought to be attached 
to such applications when so filed. Yet the Com- 
mission ignores it. There .were other suggestions 
and requests from shippers, aside from the one 
that the Commission procure publication in The 
Traffic World, but no attention has been paid to 
any of them. Some of them may have been un- 
wise, but some of them were certainly proper and 
in the interest of conveying adequate information 
to the persons concerned, whose interests it was 
the purpose of the new law to safeguard. 

As was pointed out to the Commission at the 
hearing by representative shippers, the plan for 
weekly bulletins to organizations of shippers does 
not satisfy the needs of those interested. In some 
cases it would, but in others it could not. Many 
shippers, even in large centers, do not belong to 
organizations of shippers. There are still more in 
smaller communties who do not. For those who 
do the process means delay even if the organiza- 
tion to which they belong makes arrangements to 
forward or relay the information to members. And 
there can be no assurance that such arrangements 
will be made or that if made they will be satisfac- 
tory. The trouble with the plan of the Commission 
is that it depends too much on assumption for the 
accomplishment of its purpose, and that even if all 
its assumptions were realized the service it pro- 
poses would not accomplish enough, unless supple- 
mented by some such service as we are putting 
into effect. 

We believe time will prove that the Commis- 
sion has been wise, however, in omitting any pro- 
vision as to the time that must elapse between the 
making of the application and the granting of per- 
mission to file. At least we can see possibilities of 
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injustice and unnecessary delay were there such a 
provision. Its omission leaves things in this re- 
spect to the discretion of the Commission, and we 
think they may safely be so left. It is to be pre- 
sumed that the Commission will guard the inter- 
ests of shippers as far as it is able. If its publicity 
scheme were better we should feel more like com- 
mending this feature of the plan, however, for if 
shippers do not know what is proposed, no matter 
how much the Commission may desire to give 
them a square deal, they cannot very well make 
themselves heard. 

The Commission puts up to the carriers even 
more strongly than in its tentative order the mat- 
ter of publishing to shippers their intentions with 
respect to proposed advances, by its additional par- 
agraph requiring carriers, in their applications, to 
state what steps have been taken to bring the pro- 
posals to the attention of interested shippers and 
receivers of freight. The inference is that if the 
carriers do not make some such showing they 
suffer to just that extent, whatever it may be held 
to be by the Commission. There is room here for 
them to benefit themselves by adopting some ef- 
fective publicity methods and an opportunity for 
a decided change in the way negotiations are car- 
ried on between carrier and shipper and cases are 
presented to the Commission. 


A JOINT EMBARGO AGENCY 


‘A timely word is that spoken by R. M. Richter, 
secretary of the Indiana Limestone Quarrymen’s 
Association, in his letter to the Commission re- 
questing that immediate attention be given to the 
subject of a joint embargo agency by carriers as 
necessary to prevent the demoralization of ship- 
ping as another winter comes on. He points out 
the confusion and complications resulting from the 
inefficient method in which the carriers handle this 
matter and asks for action by the Commission. 

Mr. Richter is, of course, viewing the matter 
from the point of view of the need of the shipper. 
The carriers have given some attention to it from 
their own point of view, evidently realizing the 
incompetent and shiftless manner in which it is 
handled. In the September 8, 1917, issue of The 
Traffic World, for instance, there was a report 
from Washington of a meeting there at which a 
committee of railroad car service and transporta- 
tion superintendents put up to the Sheaffer car 
committee of the railroads’ war board a scheme 
for having embargoes issued by agents somewhat 
in the manner that tariffs are now published. 

Certainly there is no doubt but that the present 
methods of the carriers are archaic and impotent, 
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and by all means something should be done before 
cold weather sets in. There ought to be no delay 
in curing this situation, recognized by both car. 
riers and shippers as serious, for the time is getting 
short. What is the railroads’ war board for if jt 
cannot deal effectively with it? And if it does not 
deal with it, cannot and will not the Commission 
do something? The carriers ought to act in their 
own interest, if for no other reason. 

One railroad man who has given considerable 
study to this matter of embargoes has worked out 
what he thinks would be an adequate solution of 
the problem. Embargoes, he says, are a burden to 
most railroads, and it is doubtful if anyone knows 
at a certain time just what embargoes are or are 
not in force. He would first extend the time of 
notice of embargoes to forty-eight or seventy-two 
hours, or longer. Then he would have the rail- 
roads select some competent agent. to print and 
circulate all embargoes, supplements, extensions, 
revisions, cancellations, or any changes whatever. 
The railroad laying the embargo would wire to 
this agent the exact language in which it desired 
the notice printed. It would do the same with all 
changes. The agent would print these notices and 
mail them every twenty-four hours to every road 
interested, and to every agent on the road, if that 
were desired. All embargoes received up to a cer- 
tain hour each day would be printed and mailed 
that day in detail, and in subsequent issues, for a 
permanent book, would be published in brief, the 
longer notices being eliminated. There would thus 
be kept a standing list, properly indexed, of all 
embargoes in effect. This method would obviate 
the necessity for each road to reprint every em- 
bargo, as is now done, either by some general off- 
cer or by division officers. It would do away with 
the necessity for acknowledgments of embargoes 
and in case of reclaims there would be no trouble 
in establishing the fact of the embargo having 
been issued on a certain date. It might be neces- 
sary to state in each embargo the effective date 
instead of allowing twenty-four hours as at present. 
If it were not desired that this publication be 
mailed direct to superintendents and agents a cer- 
tain number of copies could be mailed to each 
road to be distributed by its agents, though this 
method would consume more time. 

We think there is much to commend in this plan. 
It meets at least some of the evils of the present 
system and is worth discussing as a basis for 
action. We hope our subscribers, both railroad 
and industrial, will express themselves on this 
subject and do what they can to bring about some 
satisfactory action. 
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(Current Topics 
in Washington 


The Fifteen Per Cent Increases.— 
No inference as to the merits of the 
case will be drawn, it is believed, by 
any careful man, from the procedural 
letter written by the Commission to 
George Stuart Patterson, under date 
of October 22. It may be taken as a 
rebuke to the railroad men who came 
before the Commission five days be- 
fore the letter was written saying the 
roads were in bad condition and then 
proposing to make no showing as to the condition until 
sixty days later. It may be said they did not mean they 
would need sixty days in which to make the showing, but 
that they merely suggested that hearings that had been 
set before the conference be postponed a sufficient time 
to enable them to dispose of the question as to whether 
they are in straits. That contention, however, it may be 
suggested, is weakened by the fact that sixty days was 
proposed not only as to the time for which the hearings 
should be postponed, but also as to the period the railroads 
would need for the preparation of tariffs showing what 
they would need in the way of relief. Some shippers 
have expressed wonder as to how the railroad men could 
know how much money they would need if they were not 
able, at the minute, to show such a falling off in revenues 
as to convince the Commission then and there that in 
sixty days they would need rates yielding so much per 
ton or ton-mile more than existing rates. The shippers, 
however, were not certain whether their interests would 
be served best by postponement or by immediate hearings, 
so, generally speaking, they did not oppose Mr. Patterson. 
The commissioners, however, took the ground that if con- 
ditions are as bad as intimated, the main facts could be 
shown without elaborate’ preparation or without destroying 
tariffs now before them, which, if approved, will give 
the carriers substantially all they asked in the fifteen 
per cent case, although not in the form submitted by 
them. All the shippers asked was that they have time 
to analyze the data submitted and have the Commission 
itself order the compilation of figures which the shippers 
might think would show a different picture. 


A New Commission Procedure.—In a way of speaking, 
the Commission October 22 introduced appellate practice 


into its procedure. It listened to arguments, declarations, 
or whatever they may be called, put forward with a view 
to convincing it that it should vacate suspension orders 
issued during the hectic days of August, when the amended 
fifteenth section was a nightmare. The declarations made 
to the members of the fifteenth section board, then known 
as the suspension board, or the investigation board, were 
repeated before the Commission. The recommendations 
of the fifteenth section board are not a matter of public 
record. It is assumed, however, that the board recom- 
mended the suspension of the tariffs. It is certain the 
Commission suspended them, and it is presumed it did 
hot act without a recommendation. It is further assumed 
that the facts reported by the board must have been of 
such weight as to have caused the Commission to act. 
If all these assumptions can be borne in mind, the reason 
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for suggesting the proceeding as an appeal, it is believed, 
become fairly plain. The conference was called at the 
request of the railroad men, who tried for three weeks 
to bring it about. They had nothing to add to what they 
told the members of the board. They had assembled the 
facts into a more symmetrical array, perhaps, but there 
was no material addition to them. The commissioners 
were more thoroughly going over the ground that had been 
covered, at least as to the number of words scattered 
around the board. It was, in effect, an appeal from the 
board to the Commission for a reversal of the judgment 
pronounced by the Commission on the tariffs that had 
been examined and reported on by the members of the 
board. Clifford Thorne treated it as a renewal of a move 
on which the Commission, three times prior thereto, had 
put its seal of disapproval. His thought on the subject 
was that the carriers were pursuing an unseemly course 
in thus persisting in the matter. 


New Transportation Law.—A body of transportation 
law, distinct from that created by the Interstate Com- 
merce Commission, is being built up around the food 
and fuel administrations. No clash has yet taken place, 
but there are possibilities. The Food Administration an- 


- nounced October 18 that it had settled the differences 


between the express companies and the fish and oyster 
shippers that arose over the indorsement, put on the re- 
ceipts of the express companies, “subject to delay account 
of congestion.” The announcement further said that after 
conferences between shippers and the express companies 
it was agreed that the express -companies should send 
out a circular letter setting forth that the indorsement 
was not intended as an attempt on their part to save 
themselves from damages for negligence, but merely as 
a notice to the shippers that the congested condition of 
the railroads would cause slower movement. The Food 
Administrator’s press agent announced, too, that one of 
the satisfactory results of the conference was a better 
understanding between the companies and the shippers 
and a realization by the latter of the difficulties under 
which the express companies are laboring. There is 
nothing wrong with the announcement made by the press 
agent, but the query arises as to the statute under which 
the Food Administrator varies the form of the receipt 
prescribed by the Interstate Commerce Commission. The 
latter ignored the stamp, but apparently the Food Admin- 
istrator approved it, thereby giving it the appearance 
of legality. It may be suggested that such a stamp on 
the shipping receipt may cause some express employe to 
believe he has a warrant for loafing on the job, causing 
damage to shippers. The dipping of the Food Admin- 
istrator into a question of that kind, it may be conjectured, 
is evidence that there is little knowledge in that branch 
of the government as to the bigness of the question as 
to whether an express company should be allowed to col- 
lect doulhe first class freight rates for a service that may 
not be much better than a freight service, else it would 
have sent all parties to the Interstate Commerce Com- 
mission. 


Fitting the Rate to the Service.—The shipper who, in 
comparatively normal times, is asked to pay for an ex- 
press or telegraph service that is no faster than the freight 
train or the mails, usually roars with a volume to shame 
a lion. But thus far the Commission has not been able 
to frame a rule whereby such a man is able to commute 
his rates down to the character of service rendered. The 
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man whose express package is on the road as long as ‘or 
longer than if it had been sent by freight must pay the 
full published rate. Likewise the man who gets a tele- 
graph message twenty-four or forty-eight hours after its 
filing pays the bill and subsides when he consults the 
books for a case that will enable him to obtain relief. 
Unless there is a showing of negligence on the part of 
the company’s servants, there is no relief. When there 
is relief it comes in the form of balm for damages that 
can be shown, but the full rate must be paid as a con- 
dition precedent to the beginning of anything. There can 
be no commutation in the form of reduction of express 
charges to the freight basis—at least not yet, because 


such a settlement would open the way to systematic” 


rebate by the old device of paying damage claims. 


Sub-Commissions Hearing Arguments.—The hearing of 
arguments by a sub-commission, which is to be the regu- 
lar procedure hereafter, was begun October 24 when Com- 
missioners McChord, Meyer and Aitchison listened to the 
remarks of the lawyers conducting the tidewater demur- 
rage case, and the Shreveport situation cases begun by 
the Natchez Chamber of Commerce. It is believed that 
the hearing of testimony and arguments by a division of 
three commissioners will cause closer attention being 
given to the details of each case. On the first day the 
three commissioners appeared to be asking more ques- 
tions than the seven usually ask. The plan is to have 
a division hear all the arguments in a given month and 
attend all the hearings that may be set for the Commis- 
sion in that montn. Hearings before the Commission, in- 
stead of before an examiner, are rare, but when a hear- 
ing before the Commission is assigned hereafter it will 
be heard by a division, unless otherwise specified. When 
the hearing is on a valuation matter, at least seven com- 
missioners must sit, so that valuation arguments will be 
really Commission, and not division, affairs. A. E. H. 


TRANSCONTINENTAL HEARINGS SET 


The Traffic World Washington Bureau. 


An unusual course is to be followed with respect to 
the transcontinental tariffs filed in supposed compliance 
with the order of the Commission, based on fourth section 
application No. 205, etc., which did not reach the files 
of the Commission before August 15, the day when the 
advanced rate amendment went into full and drastic effect. 
The tariffs are now exhibits attached to fifteenth section 
applications for permission to file. 


The Commission October 25 set hearings on the tariffs 
and the applications. As to some of the applications there 
has been some publicity, particularly that part in which 
the Santa Fe and its western connections ask authority 
to create fourth section violations as to points of origin, 
so as to compete for New York pier business with the 
Southern Pacific’s water-and-rail route from New York 
and other eastern ports via gulf ports; and the applica- 
tion of the Old Dominion and western carriers to carry 
ocean-and-rail tonnage via Hampton Roads over the Nor- 
folk & Western and its connections, without observing 
the long-and-short part of the fourth section as to points 
on the Norfolk & Western and its connections east of 
the Mississippi gateways. 

As to other parts of the applications, there has been 
no publicity worth mentioning. Therefore, in announcing 
hearings on the subject, the Commission advised those 
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interested that they might obtain abstracts of the applica- 
tion by applying to Attorney-Examiner Thurtell, who js to 
hold the hearings. The announcement is as follows: 


“The above-numbered applications under the amended 
fifteenth section of the act to regulate commerce involve 
a request for the approval by the Interstate Commerce 
Commission of tariffs proposed to be filed by the trans- 
continental lines in purported compliance with the order 
of the Commission dated June 30, 1917, in Fourth Section 
Applications 205, ete. Upon protest filed by Pacific Coast 
interests and others, the Interstate Commerce Commission 
has arranged to set these applications for informal hearing 
to be held before Attorney-Examiner Thurtell at Room 
1809, 165 Broadway, New York City, November 5, at Fed. 
erai Building, Chicago, November 12, and at United States 
courtrooms, Portland, Ore., November 21, in order that 
the Commission may determine (1) whether or not the 
rates proposed are in compliance with the order of the 
Commission aforesaid and (2) to receive evidence upon 
the reasonableness and propriety of the increased rates 
proposed. The tariffs which carriers ask permission to 
file are voluminous. They may be inspected at the office 
of the Commission at Washington, but in order to apprise 
interested parties as to their character Attorney-Examiner 
Thurtell will read at the hearing on November 5 an ab- 
stract designed to elucidate their structure. This abstract 
will be manifolded and may be had on application to the 
examiner.” 


LOADING OF BUNKER COAL 


The Traffic World Washington Bureau. 
Arrangements have been made by the railroads having 
terminals at Hampton Roads and the Fuel Administration 


for the loading of bunker coal to vessels while they are 
lying in the stream, rather than have them wait until they 
can reach the overcrowded piers. 


While there are ample pier facilities to take care of nor- 
mal requirements, the large demand for coal at this port 
on account of increased requirements of the government 
and the New England delivery has created a shortage of 
pier facilities, the result being that there is not sufficient 
pier space to accommodate all vessels on arrival, and the 
meeting was called by the Fuel Administrator for the pur- 
pose of arranging to facilitate the loading of vessels by 
supplying bunker coal in the stream. 


Under this plan the cargo vessels would be loaded at the 
piers and bunkers supplied as stated in the stream. The 
pier facilities are sufficient for greatly increased tonnage 
for cargo vessels, and it would not be necessary to delay 
these vessels while loading bunkers. On account of the 
increased demand of the government covering army and 
navy requirements, together with increased commercial de 
mand for New England and other points, improved facili- 
ties for handling the coal requirements at Hampton Roads 
are necessary and will be provided as the result of this 
conference. 

The Emergency Fleet Corporation was represented by 
Otis B. Kent and the New England interests were also rep 
resented. The following interests were also represented: 
Chesapeake & Ohio Railway by P. I. Ford, superinte 
dent; Virginian Railroad by E. E. Kerwin, vice-president, 
and S. M. Adsit, general freight agent; Norfolk & Western 
Railroad by A. C. Needles, general manager, and the 
Tidewater Coal Exchange by J. W. Howe, assistant com: 
missioner. 
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Decisions of Interstate Commerce Commission 


NEW YORK TERMINAL CHARGES 


CASE NO. 9234* (46 I. C. C., 666-673) 


NEW YORK PRODUCE EXCHANGE VS. BALTIMORE 
& OHIO RAILROAD COMPANY ET AL. 
Submitted April 7, 1917. Opinion No. 4766. 


1. Reconsignment charge of $2 per car established as an in- 
ecentive to the direct billing of carload freight to places of 
final delivery within New York lighterage limits, and hav- 
ing for its object the relief of the congestion and car short- 
age situation at New York, found justified. 

9, Rule that a shipper from an interior point in the United 
States must, as a condition precedent to the issuance of a 
through export bill of lading, guarantee the payment of 
such storage charges as may accrue at New York after the 
expiration of free time, found justified. 

. Rule that carload freight moved to New York as domestic 
traffic and subsequently exported cannot be accorded the 
benefit of the more liberal storage charges and regulations 
applicable to export traffic, which rule was designed to 
prevent the circumvention of embargoes against the move- 
ment of freight to New York before ship space is secured, 
found justified. 


CLARK, Commissioner: 


These complaints were filed on behalf of the flour 
brokers at New York City. They attack the propriety and 
the legality of certain terminal charges, rules and regula- 
tions which have been in effect at New York since the 
spring of 1916, and which grew out of the car shortage 
situation and the freight congestion at that point. 


No. 9234. 


Carload traffic of practically all kinds destined to New 
York City may be forwarded on direct billing through to 
any of the recognized places of delivery in that city or 
it may be billed generally or indefinitely to “New York, 
lighterage free,” or to “New York, floatage free,’*on open 
billing, and specific instructions for delivery given after 
shipment has left point of origin and generally after its 
arrival at holding points near New York. The shipments 
are regarded as in transit until final delivery is accom- 
plished. Most of the holding points are on the New Jer- 
sey shore. The terminal of the New York Central Rail- 
road used for this purpose is at Sixtieth street, New 
York, and that of the Baltimore & Ohio Railroad is on 
Staten Island. The case deals principally with the ter- 
minals on the New Jersey shore, and the others will not 
be referred to again in this report. For many years the 
flat New York rate was applied whether the shipments 
moved on direct or on open billing, but the carriers’ tar- 
iffs now provide a reconsignment charge of $2 per car 
when domestic shipments are moved on open billing and 
when instructions for disposition are not given before 
the arrival of the car at the holding point. Complainant 
contends that no such charge should be made. It specific 
contentions will be mentioned presently. 


The practice of permitting the consignee to give his 
instructions for final delivery after the car has arrived 
at the holding point sometimes entails switching and other 
Services which would not be necessary if the shipment 
were billed direct to the place of final delivery, but the 
charge is not primarily designed to compensate the car- 
ners for these services. Defendants’ main purpose in 
Imposing it was to discourage open billing, and thereby 
ee the prompt release of cars and relieve conges- 


There is evidence tending to show that the publication 
of the charge has had the desired effect. In November, 
1915, 1,358 cars of freight of various kinds arrived via the 
Pennsy!vania Railroad on open billing, while in that month 
of 1916 the number was only 435. In November, 1915, 
only 473 cars arrived on direct billing and in the same 
month of 1916 there were 755 such cars. The other lines 


_— 

omnis report also embraces No. 9247, Same vs. Baltimore & 

Ohio Railroad Company et al.; No. 9275, Same vs. Baltimore & 
One road Company et al., and No. 9317, Same vs. Baltimore 

dj 10 Railroad Company et al. 

0 not all make as favorable a showing as does the Penn- 


sylvania Railroad, but upon the whole, there was an im- 
provement in 1916 over 1915. 

What we have said above applies to traffic generally. 
The question in which complainant is particularly inter- 
ested, however, is whether flour should be treated the 
same as other traffic. Complainant attacks the charge 
on the grounds that as applied to flour it does not accom- 
plish the intended purpose; that it is a penal regulation 
which was not designed to and which does not, in so far 
as flour is concerned, represent any service performed in 
connection with shipments moving on open billing that 
is not covered by the through rate to the place of final 
delivery within the lighterage limits; and also on the 
ground that as a penal regulation it is “incapable of fair 
and even application,” since it applies on domestic and 
not on export traffic. 

All flour which arrives at the New Jersey piers except 
the small amount which is floated, that is, transferred in 
cars to the place of final delivery, must be unloaded on 
those piers and be lightered therefrom. This is so whether 
it is billed as domestic or as export, and whether it is 
received on direct or on open billing. If it is received on 
direct billing it is, of course, loaded upon a lighter as 
soon as circumstances will permit and sent to the destina- 
tion specified. Most of the flour, however, is received on 
open billing and after being unloaded at the warehouses 
on the piers is inspected and ordered by the consignees 
to the various points of delivery within the New York 
lighterage limits. This method of handling flour has been 
in vogue for many years. Apparently there is no disposi- 
tion on the part of the carriers *to interfere with it or 
to place any unnecessary burden upon the flour business. 
They merely desire that the largest possible proportion 
of the traffic in all commodities be moved on direct billing. 

Complainant seeks to prove that so far as flour is con- 
cerned direct billing cannot be availed of to any greater 
extent than in the past. The exigencies of the flour busi- 
ness at New York require that inspection be made at the 
New Jersey piers and that the results of the inspection 
be known in New York before the flour is ordered to 
points within the lighterage limits. Messengers with sam- 
ples or with the necessary information as to the quality 
and condition of the flour are dispatched twice daily from 
the New Jersey piers to the New York Produce Exchange. 
The New York brokers have no facilities for the receipt 
and storage of flour, and if they are to do business as 
in the past the handling of this commodity on open billing 
is necessary. They take the position that since the car- 
riers have not facilities at their New York piers for the 
handling of flour in accordance with the needs of the flour 
business no penalty should be assessed for open billing. 
The $2 charge apparently has not caused an appreciably 
greater movement of flour on direct billing. 

Complainant says that the direct bililng of flour would 
not affect the physical situation at New York, for the rea- 
son that the consignees do not hold the flour in cars at 
the New Jersey piers or yards, but desire it unloaded as 
soon as it arrives. If it is not ordered to a New York 
pier or to a ship for export within the free time allowed, 
it is stored by the carriers at consignee’s expense. The 
handling of flour on open billing, therefore, is said not to 
contribute to car shortage or to the congestion of yards. 
Except in possible rare or unusual cases it does not re- 
quire additional switching, as all or practically all of the 
flour goes to the same New Jersey piers for unloading, 
whether it arrives on direct or open billing. Apparently 
the handling of flour on open billing in some cases occa- 
sions extra services on the piers and in some cases does 
not. Witnédsses for complainant and for the New York 
Central lines testified that the service involved in getting 
the flour from the car to the lighter was the same whether 
it is received on direct or on open billing. The witness for 
the Pennsylvania Railroad testified that he knew of no 
difference. The testimony of the witness for the Delaware, 
Lackawanna & Western Railroad indicates that if the flour 
is received on direct billing and handled without the in- 
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spection desired by the flour brokers his company can 
transfer it direct from car to lighter and thus save the 
double handling incident to the movement on open billing. 

It may be that the proportion of the flour shipments 
that move to New York on direct billing cannot be ma- 
terially increased, and possibly in so far as flour is con- 
cerned, the charge does not accomplish its purpose. The 
service performed at the New Jersey piers may in general 
be substantially the same on direct as on open billing; if 
additional services are performed in connection with ship- 
ments moving on open billing such services do not con- 
stitute the basis for the charge. But the fact remains 
that because the flour brokers have no facilities of their 
own they must conduct their business in a way that re- 
quires the use of defendants’ facilities. The use of space 
for the flour traffic means that much less space is avail- 
able for other traffic. The holding of flour on the piers 
for the account of consignees contributes to car shortage 
and the congestion of yards because it displaces other 
freight on the piers and thereby does its share toward 
congesting the piers and preventing the prompt unloading 
of cars. The flour brokers are therefore in the same cate- 
gory with shippers of other commodities who elect to em- 
ploy open billing and thus make use of defendants’ prop- 
erty until they are prepared to give directions for specific 
delivery. The mere fact that one man’s business requires 
him to use defendants’ facilities is no reason for treating 
him differently from the man who is in position to choose 
between using his own facilities or those of the defend- 
ants. If we require the cancellation of the charge for the 
flour shippers we should be expected to do so for the 
shipper of any commodity who refused to allow the charge 
to induce him to use direct billing. In other words, it 
would not be fair if the shipper of one commodity should 
be relieved of the charge merely because it is to that 
shipper’s advantage to pay the penalty rather than forego 
the benefits of open billing. The charge is nominal and 
is based upon sound transportation considerations. 

We find that the charge has been justified. The com- 
plaint will be dismissed. 


No. 9275. 


Defendants assess storage charges at the port of New 
York in case the time which elapses between the arrival 
of an export shipment by rail and its delivery to the ocean 
carrier exceeds the free time allowance of 15 days. The 
New York Produce Exchange assails these charges and 
the rule which requires that the shipper shall guarantee 
the payment thereof, should they accrue, as one of the 
conditions precedent to the issuance of a through export 
bill of lading. On account of present conditions it fre- 
quently happens that there is a delay of more than 15 
days at New York. Sometimes a rail carrier fails to get 
a shipment to New York before the sailing of the ship, 
and sometimes the ship is requisitioned for other pur- 
poses and cannot take the intended cargo. In such cases 
the shipment must be held until new space can be ar- 
ranged for. Generally speaking, the transatlantic lines 
have no piers of their own where export shipments can 
be stored, and the burden of holding them falls upon the 
rail lines. The rail lines have no means of compelling 
the ocean carriers to accept the shipments, nor can they 
require them to bear the storage charges or to carry 
them as advances to be collected from the ultimate con- 
signee in the foreign country. For these reasons the rail 
carriers refuse to issue a through export bill of lading 
unless the shipper guarantees the payment of any storage 
charges that may accrue at the port. Defendants contend 
that a shipper is not entitled to a through export bill of 
lading as a matter of right, and that were it not for their 
willingness to issue through export bills of lading the 
questions presented in this case would not arise. 

A through export bill of lading is not a joint under- 
taking for the through carriage of property from an in- 
terior point in this country to a foreign port. It is merely 
an instrument combining for the convenience of the ship- 
per the separate and several contracts of the rail carrier 
to the American port and of the ocean carrier beyond. 
As a matter of law, neither the rail nor the ocean carrier 
is liable for the storage charges at the port. But a fur- 
ther question is here presented, namely, whether under 
section 1 of the act it is just and reasonable when a 
shipment moves on a through export bill of lading to 
assess storage charges at the port. Complainant refers 
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to our decision in Galveston Commercial Assn. vs. A. 7 
& S. F. Ry. Co., 25 I. C. C., 216 (The Traffic World, Dee. 
14, 1912, p. 951). We there condemned in a general Way 
a somewhat similar situation which existed at Galveston 
with respect to export cotton. In the light of the peculiar 
circumstances of that case, and the admission of Ship 
agents that they should be held, we expressed the view 
that the ship agent should bear the demurrage which ar. 
crued at that port after the expiration of the free time, 
but that he should be protected by reasonable arrange. 
ments, particularly a properly adjusted free time alloy. 
ance. We did not hold, as complainant would have jg 
hold in this case, that the rail carriers should stand re. 
sponsible for demurrage or storage after the expiration 
of the free time. 

The question whether such charges should be assessed 
is squarely presented and has been fully and thoroughly 
briefed and argued in No. 4844, In the Matter of. Bills of 
Lading. Without prejudice to any conclusion that may 
be announced in that case, we hold upon this record that 
the assessment of such charges has been justified. 

If the assessment of storage charges at the port is proper 
on shipments moving under through export bills of lading, 
the requirement that a shipper guarantee the payment 
thereof must also be proper, for a carrier, as a matter of 
law, has the right to go even so far as to require the pre. 
payment of all charges before accepting a shipment for 
transportation. Moreover, we held in Evans Lumber (Co. 
vs. C. of Ga. Ry. Co., 43 I. C. C., 476 (The Traffic World, 
April 21, 1917, p. 851), and in the cases there cited, that 
the Commission had no power to require the issuance of 
through export bills of lading. If carriers voluntarily issue 
them, they may attach such terms as they deem proper, 
so long as no unjust discrimination is practiced. 

Upon this record we find that the rule complained of 
has been justified. The complaint will be dismissed. 


Nos. 9247 and 9317. 


Through export bills of lading covering the transporte 
tion of property from interior points in the United States 
to points in foreign countries via the port of New York, 
as well as domestic bills of lading bearing the notation 
“for expqrt,” were at the time of the hearing issued only 
in case the shipper before delivering the property to the 
rail carrier at point of origin had contracted with an ocean 
carrier for the movement from New York. At the present 
time the carriers are not accepting traffic for export unless 
covered by a government license. However, shipments 
may move to New York or to New York harbor holding 
points as domestic consignments and later be exported. 
In such a case, contrary to the former practice, the tarifis 
now provide for the use of the rates, rules and regulations 
applicable to domestic traffic. In other words, there is 
now no tariff which links the rail movement to New York 
on a straight domestic bill of lading with a later and sep ' 
arate ocean movement therefrom. The present rule was 
adopted to prevent, so far as practicable, the making of 
shipments to New York until ship space is secured. 4A 
shipper who choses to defeat the spirit of an embargo 
against the making of export shipments to New York be 
fore he has secured his ocean space suffers the penalty 
represented by the difference between the provisions of the 
export and the domestic tariff schedules. ; 

Shipments of flour which move on straight domestic 
bills of lading and are later exported do not pass into at 
tual possession of the consignees at New York. After be 
ing unloaded by the carrier at the New Jersey piers the 
consignee may order the flour delivered to a lighter for 
transfer to a ship in the harbor. The service performed is 
identical with that which is accorded when the shipmett 
moves on a domestic bill of lading bearing the notation 
“for export” or on a through export bill of lading, excep! 
that in the latter case no inspection by the representatives 
of the New York Produce Exchange is permitted. 

In No. 9317 complainant assails the provision for thé 
application to such shipments of the domestic freight rates 
rules and regulations, and in No. 9247 the provisions {0 
the application thereto of the domestic storage chargé, 
rules and regulations. 

Complainant contends that a shipment which moves to 
New York on a straight domestic bill of lading and is late? 
exported becomes an export shipment from the point of 
origin and it entitled to everything that the tariffs provide 
for export shipments. This contention is made, althous! 
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there is, as stated, no tariff which links the rail haul with 
the ocean movement, and although on a domestic bill of 
lading there is the implied intention that the shipment is 
to go to New York and no farther. We do not agree with 
complainant’s contention, but whether it be called domestic 
trafic or export traffic is not material in this case. The 
rates, rules and regulations to be applied to the traffic are 
not dependent upon the name used to describe it. 


It is sometimes necessary to use a shipment which has 
moved to New York on a straight domestic bill of lading 
to take the place of one which is billed for export, but 
which has not reached New York in time to meet the ship 
on which it was to be exported. Although the fault is 
with the rail carrier, the New York broker is denied the 
penefit of the more liberal storage charges, rules and regu- 
lations which apply on export traffic. For instance, only 
5 days’ free time are allowed on domestic traffic, while 15 
days are allowed on export traffic. The shipper, as a prac- 
tical matter, cannot charge the difference in storage cost 
to anyone else and must absorb it if he is to compete suc- 
cessfully with rival dealers who bill their shipments for 
export from point of origin. The free time is designed 
largely to offset the possible delays of the rail carrier in 
getting the shipment to the port, but owing to the unusual 
conditions that now exist it frequently happens, as stated, 
that a shipment must wait at New. York for a much longer 
period. 


The situation is not what it should be, but adequate re- 
lief is probably not to be had at present. The hardships 
of the war are well-nigh universal. We have no suggestion 
from complainant as to how the situation can be remedied 


except by the re-establishment of the former practice, and 
that we are not prepared to do. 


We find that the rule has been justified. The complaint 
will be dismissed. 


VEGETABLE OILS TRANSPORTATION 


In a report on I. and S. No. 928, Vegetable Oils Trans- 
portation, opinion No. 4767, 46 I. C. C., 674-676, the Com- 
mission has held unreasonable the proposed rule of the 
carriers in Official Classification territory, requiring the 
shipment of China wood oil and soya bean oil in wooden 
packages, in carloads, to be made in iced refrigerator 
cars, during the period between April 1 and October 31 
each year, and requiring the shipper to deliver to the car- 
tier a sworn weigher’s certificate with each shipment. 
The tariffs proposing such a rule must be canceled on 
or before November 28. 


The varnish manufacturers protested against the re- 
quremnt as to the two oils. The tariffs also applied to 
peanut, olive, cocoanut, copra, palm and palm-kernel oils. 
No protest as to them were made and the tariff provi- 
sions became effective. 


The object of the provision was to force the shippers 
to ice shipments of oil sent forward from the ports in 
barrels so as to prevent leakage and the damage claims 
which carriers asserted resulted from the leakage due 
to the expansion of the contents of barrels of that oil 
imported from China and Japan. Most of the oil is de- 
canted from barrels at the ports into tank cars, but some 
moves in the original packages in ordinary freight cars. 
The Commission said the testimony had not shown that 
4 Wooden barrel, properly coopered, properly loaded and 
Properly handled is not a safe container for the oils men- 
tioned, especially if enough room to cover expansion is 
left in each barrel. No evidence, the report says, was 
offered to show that the charges placed on the shippers 
by such a rule would be reasonable. There is nothing 
in the report, so it says, to prevent the carriers, for their 
Protection, from declining shipments in defective or un- 
suitable barrels. 
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MINNEAPOLIS TRANSIT RULES 


CASE NO. 9010 (46 I. C. C., 685-692) 


MINNEAPOLIS TRAFFIC ASSOCIATION VS. CHICAGO, 
MILWAUKEE & ST. PAUL RAIWAY COMPANY ET AL. 
Submitted March 1, 1917. Opinion No. 4769. 


Transit rules at Minneapolis, Minn., applicable to shipments of 
grain and the rates resulting therefrom not shown to be un- 
just, unreasonable, unjustly discriminatory or unduly preju- 
dicial. Complaint dismissed. 


DAN IELS, Commissioner: 


The Minneapolis Traffic Association brings this complaint 
on behalf of residents of that city who are engaged in 
buying, selling, shipping and milling wheat and other 
grain and flaxseed. 

The Chicago, Milwaukee & St. Paul Railway Company, 
hereinafter termed the Milwaukee, is the principal defend- 
ant, but certain smaller lines connecting with the Milwau- 
kee are also joined as parties defendant. The transit rules 
and regulations of the first-named carrier constitute the 
chief point of attack. 

The complaint does not assail the rates per se to the 
several markets considered as through rates, but asks that 
such unrestricted transit be prescribed at Minneapolis as 
will in general give that market the benefit of the through 
rates on all grains stopped thereat for whatever purpose. 
The rates as now applied are alleged to be unreasonable, 
but this allegation is based on and must stand or fall with 
the allegations assailing the Milwaukee’s transit rules. 
For this reason we need only discuss the issues presented 
with reference to the transit situation at Minneapolis as 
covered by the rules and regulations of the Milwaukee. 

Rates are stated herein in cents per 100 pounds. 

The complaint specifically alleges that the rates are un- 
lawful in violations of sections 1, 2 and 3 of the act be- 
cause there are applied thereto transit rules which are un- 
justly discriminatory and unduly prejudicial to Minneapo- 
lis. The transit rules are alleged ‘to be unlawful because 
of (1) limitations upon the kinds of grain receiving transit, 
only wheat, rye and oats, carloads, being accorded this 
service; (2) limitations upon the character of the transit 
which covers milling only; (3) the delimited area of pro- 
duction from which transit is accorded, excluding in large 
part territory south of the Milwaukee’s main line running 
directly west of Minneapolis; (4) the failure to provide 
transit to Duluth-Superior; and (5) the exclusion of Min- 
neapolis grain interests other than millers from the enjoy- 
ment of transit. 


The Board of Trade of the City of Chicago and the 
Chamber of Commerce of Milwaukee intervened in oppo- 
sition generally to the prayers of the complainant. 

The first of complainant’s general allegations as stated 
on brief is that the competitors of Minneapolis have transit 
on grain and seeds of all kinds, while the transit at Min- 
neapolis is limited to wheat, rye and oats destined for 
Chicago and points taking the Chicago rate basis. 

In cases hereinafter cited we have approved or pre 
scribed rates on wheat which made 4 cents the maximum 
by which the through rates to Duluth should exceed the 
rates from the same points of origin to Minneapolis; and 
rates to Chicago and Milwaukee carrying a maximum dif- 
ferential over Minneapolis of 7% cents. Chicago and Mil- 
waukee are given the same rate basis on grain and grain 
products; and hereinafter the Chicago rate adjustment will 
be understood to cover Milwaukee unless otherwise stated. 
These differentials were graded down to destination points 
relatively nearer to the points of origin, and where Duluth 
or Chicago is nearer to the points of origin, the rates to 
Duluth or Chicago are less than to Minneapolis. 

The proportional rate on coarse grain from Minneapolis 
to Chicago, where an inbound rate of 7% cents or more 
has been paid, is 7% cents, or the same as the maximum 
differential on wheat Chicago over Minneapolis. This ad- 
justment makes a group around Minneapolis in which 
much rye is grown, from which the through rate to Chi- 
cago is 15 cents. 

A purchaser of coarse grain at Minneapolis who pays 
less than 7% cents inbound on his shipment must pay 
more than 714 cents to move his grain to Chicago, so to 
him this grain at Minneapolis is less valuable than the 
grain on which he has paid 7% cents or more inbound in 
the sense that it carries a higher outbound rate than 7% 
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cents; but the freight cost inbound is correspondingly less, 
and all the coarse grain from the limited territory around 
Minneapolis pays to Chicago is 15 cents; and ag some, at 
least, of the grain is consumed at Minneapolis, the 7%- 
cent proportional may be applied to the grain shipped out, 
the grain paying the lower rate being available for local 
consumption. That the grower on the outer edge of this 
territory pays but 15 cents does not of itself give him an 
undue preference over the grower nearer to Minneapolis 
who pays the same amount through to Chicago. This 
grouping basis for through rates, and lower rates for 
shorter hauls into the first market, Minneapolis, is but 
part of the very general system of rates applied in this 
territory. This system is generally satisfactory and it is 
only particular applications thereof that are complained 
of. The combination rates on Minneapolis exactly equal 
the through rates to Chicago. 

Milwaukee has, under certain restrictions, transit on 
grain and seeds generally when reshipments are made to 
Chicago. This results from the fact that some of the 
routes to Chicago pass through Milwaukee, whereas other 
lines to Chicago cut the east and west line of the Milwau- 
kee; the rates to these points are consequently the same. 
The transit at Milwaukee maintains this parity, a parity 
which the Commission has approved. Commercial Club 
of Superior, Wis., vs. G. N. Ry. Co., 24 I. C. C., 96 (The 
Traffic World, January to June, 1912, p. 1300). 

Minneapolis has not grown as a coarse grain market 
commensurate with her growth as a wheat market, and it 
is alleged that the refusal to accord transit on coarse 
grain is the cause. We are not satisfied from evidence 
adduced in this record that defendants’ failure to accord 
transit on coarse grain or on seeds has contributed to this 
result; nor does the record demonstrate that the Milwau- 
kee’s failure to provide transit on other grains than wheat, 
rye and oats, or upon seeds, unduly prejudices Minneapolis. 

The second allegation of complainant, that the Milwau- 
kee’s transit at Minneapolis is confined to milling, and does 
not cover storing, grading, cleaning, mixing, crushing and 
other transit services accorded to certain of Minneapolis’s 
competitors, will be canvassed in connection with the alle- 
gation that transit is confined to consignees who are millers. 

Complainant’s third allegation, as recited on brief, is 
that defendants do not accord transit at Minneapolis on 
grain or seeds originating at points on the Milwaukee in 
Minnesota, South Dakota and Iowa, which are situated 
south of the direct line of that road from Minneapolis west. 

This adjustment which has resulted from various cases 
previously decided by us, and the alteration of which 
would involve fourth section violations, back hauls, and 
the disruption of rate relationships of long standing, we 
are not persuaded should be changed upon a collateral 
attack aimed at transit rules at Minneapolis. 

From points on the main line of the Milwaukee west to 
the Pacific Coast, Minneapolis has transit on wheat to Chi- 
cago. From these points Minneapolis is directly inter- 
mediate to Chicago. From points on the Midland Con- 
tinental Railroad in North Dakota, the same transit is 
permitted, but a charge of 1 cent per 100 pounds is made. 
From points in Montana a charge of 2 cents is made for 
the transit service. The 2-cent charge is made where no 
competition forces a lower charge; the 1-cent charge is 
similarly explained; and competition forces the adjustment 
from the points where transit is granted without charge. 
There are points in the states of Idaho and Washington, 
from which ordinarily little grain moves eastward, where 
practically unlimited transit at Minneapolis exists on 
wheat, rye and oats. On this traffic the Milwaukee gets a 
Tonger haul and higher per car earning than on shipments 
from the points not accorded equally liberal transit. Ap- 
parently the same charge for transit is made to Minneapo- 
lis’s competitors on grain from these sections, and the 
allegation of discrimination as between localities does not 
seem sustained. 

Attack is made on the defendant’s transit rules because 
no transit is granted on shipments through Minneapolis to 
Duluth, except the right to reconsign on the original way- 
bill at the through rate from point of origin to Duluth. 
In passing, it should be observed that no carrier having 
its own rails from Minneapolis to Duluth is made party 
to this proceeding. 

While the Milwaukee operates no trains to Duluth, it 
has certain contractual arrangements with the Northern 
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Pacific Railway Company by which to serve Duluth. No 
transit is granted by defendants on grain to Duluth. No 
evidence was presented showing, or tending to show, that 
the rates to Duluth are unreasonable or that such rates 
are sufficiently high to include the added service of transit, 

The transit situation here assailed has existed for many 
years, and has been the subject of complaint by Minneapo- 
lis interests since 1909. The transit regulations were cop. 
sidered in some, if not all, of the cases cited herein. Rates 
from South Dakota points to Minneapolis were made as 
the result of “highly competitive conditions.” Investiga- 
tion of Advances in Rates on Grain, infra. In Commercia] 
Club of Superior, supra, the claim was made that the Mip. 
neapolis milling in transit gave a preference to this mar. 
ket over the Lake Michigan ports. In the report in that 
case, page 119, we described this transit, remarking that 
it was “almost universal throughout the country.” So that 
in prescribing and approving the rates and relationships 
now existing, we may be presumed to have done so with 
knowledge of the transit rules of the various markets, 
This record shows that were broader transit rules granted, 
Minneapolis would be benefited; but it does not show that 
the rates being paid would be reasonable for the increased 
service sought. The transit rules are not uniform, neither 
are the rates, and the circumstances differ at each market. 
To grant the relief prayed would disrupt a complex and 
delicate adjustment which has in part grown up with mar- 
kets and in part has been prescribed by us after exhaustive 
investigations. 

The Milwaukee’s rule here assailed reads in part as fol- 
lows: 

Grain must be consigned from original shipping point to the 
miller at Minneapolis, Minn., in whose account the transit ton- 


nage is to be credited, and transit privilege will not be given 
on grain transferred from one consignee to another. 


It will be noted that the rule quoted is a milling-in- 
transit rule, which does not permit the usual transit on 
grain bought, elevated and thereafter sold to a miller. 
Grain may be reconsigned at Minneapolis for Duluth at 
the through rate plus a $2 per car charge, but reconsign- 
ment and transit are not so similar that the granting of 
one would require that the other be accorded. 

The right to transfer the transit would benefit millers 
and give grain dealers a wider market at Minneapolis. 
As it now is, when a miller rejects a car of grain, and the 
grain is sold to an elevator, the transit is lost. 


Flour mills, many of which are at points in Minnesota 
south of Minneapolis, such as Winona, Red Wing, Mankato, 
Hastings and La Crosse, buy the greater part of their 
wheat in the Minneapolis market. On this wheat these so- 
called “interior millers” obtain transit, paying from Min- 
neapolis via the interior transit point to Chicago the pro- 
portional rate of 10 cents on wheat and its products, and 
to New York a proportional rate made by adding 8.3 cents 
to the rate from Chicago. Should transit be granted as 
here requested the Minneapolis miller could buy the same 
grain in the Minneapolis market and obtain the benefit of 
the through rate from the point of origin to Chicago. This 
is but 71% cents in excess of the rate to Minneapolis. In 
effect the Minneapolis miller would have a proportional 
rate of 7144 cents to Chicago, while the interior miller would 
pay 10 cents on grain bought from the same Minneapolis 
elevator. 

This situation seems to be the crux of the whole matter, 
at least so far as Minneapolis prays for unrestricted oF 
open transit on the through rates from points of origin to 
Chicago. If the transit at Minneapolis were open, not alone 
to millers, but to receivers, merchandisers and elevator 
men, and were assignable by the latter to the purchasing 
Minneapolis miller, the latter would have 2% cents ad: 
vantage over the “interior millers,” and the present system 
of equalization as between the Minneapolis miller and the 
“interior miller’ would be destroyed. If a similar rate 
reduction were accorded the interior miller, the chief de 
fendant’s revenue, which runs generally under 5 mills pe 
ton-mile and under 10 cents per car-mile on this traffic, 
would be substantially reduced, whereas this record con 
tains no evidence whatever that its present revenues 02 
this traffic are unreasonable or excessive. 

The record in this proceeding appears strongly to indi- 
cate that the Minneapolis miller is more concerned ove 
the quality of the grain he purchases than over the price. 
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The Minneapolis millers apparently do not make extensive 
use of the transit here under consideration. The Minne- 
apolis grain merchants who have, from time to time, con- 
signed from country points of origin cars of wheat to Min- 
neapolis millers direct, in the expectation of receiving a 
premium on the wheat, if accepted by the consignee, have 
found that the percentage of rejections runs so high that 
the attempt is generally not worth the making. The 
millers, on the other hand, so far as this record indicates, 
do not find it worth their while to undertake the business 
of ordering at first-hand from the producer or country 
elevator, relying on the Minneapolis market offerings for 
the grades they need. 

While at first-hand it might seem anomalous that the 
transit at the “interior mill” cities is not restricted to 
millers, the fact that these cities are not grain markets in 
the sense that Minneapolis is, and the fact that grain 
moving in the original car to the “interior miller” is 
practically certain of conversion into flour, explain and 
relatively justify the ‘‘open transit” to the interior milling 
centers. 

While other transit was mentioned casually without ade- 
quate evidence as to relative circumstances and conditions, 
complainants contrast their transit with that at Milwau- 
kee and Chicago, and claim they are unduly prejudiced to 
the preference of these competitors. The transit rule at 
Milwaukee permits the assignment of the transit rights 
provided the shipments represented are actually sold and 
transferred before being unloaded at the transit stations. 
They apparently do not permit the Milwaukee miller to 
withdraw such wheat from an elevator and use transit 
thereon. This is a somewhat broader right than that en- 
joyed by Minneapolis, but is not as broad as is asked by 
complainant. It apparently has not operated to prevent 
the decline of Milwaukee as a milling center. 

The transit at Chicago is assignable, but elevation is 
not permitted, and the wheat must reach the mill in the 
original car, and stricter policing rules are applied at Chi- 
cago than at Minneapolis. The principal witness for com- 
plainant was unwilling to say that the Chicago transit 
rule would be acceptable at Minneapolis. 

Rates from the western grain-producing territory on the 
different grains and their products have been discussed by 
us in many cases. The markets of Minneapolis, Duluth, 
Milwaukee and Chicago have been before us more than 
once contending for particular rates and rate relationships. 
In passing on these cases we have from time to time pre- 
scribed rates and relative adjustments, with the purpose 
of giving to those several markets not only reasonable 
rates, but such an adjustment as would permit each mar- 
ket to enjoy the benefits of its location and give all mar- 
kets, as far as it could fairly be done, opportunity to buy, 
market, mill and sell grain and grain products. 

In the adjustments prescribed by us each market has an 
advantage over all the rest on grain grown in some terri- 
tory, but such advantages were believed necessarily to fol- 
low from the location of that market adjacent to the par- 
ticular territory on shipments from which the advantage 
existed, and such recognition of the benefits of location is 
in accord with the principles of the act. 


Among the cases which dealt directly with the condi- 
tions, some of which are involved in the instant case, are 
Investigation of Advances in Rates on Grain, 21 I. C. C., 
22 (The Traffic World, June 3, 1911, p. 986); Commercial 
Club of Superior, Wis., vs. G. N. Ry. Co., 24 I. C. C., 96 
(supra), 25 I. C. C., 342 (The Traffic World, Dec. 28, 1912, 
P. 1075); Chicago-Duluth Grain Rates, 27 I. C. C., 216 
(The Traffic World, June 21, 1913, p: 1342); Board of Trade 
of City of Chicago vs. C. & A. R. R. Co., 27 I. C. C., 530; 
Chamber of Commerce of Milwaukee vs. C., M. & St. P. Ry. 
Co, 34 I. C. C., 581 (The Traffic World, July 31, 1915, p. 
235); 1915 Western Rate Advance Case, 35 I. C. C., 497, 566 
(The Traffic World, Aug. 14, 1915, p. 320). In Chamber 
of Commerce of Milwaukee vs. C., M. & St. P. Ry. Co., 
supra, we quoted from the report in the Chicago-Duluth 
Case, supra, the following: 


Removal of the discrimination that was found to exist against 
Duluth-Superior and in favor if Milwaukee and Chicago neces- 
sitated some increases in rates to Milwaukee and Chicago, and 
the reduction of the differentials Duluth-Superior over Minne- 
apolis and over Wilmar resulted in a great many reductions in 
a The history of these rates and the proceedings before 

€ Commission show that there has never been an adjustment 
that was satisfactory to the rival markets. Duluth and Superior 
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on the one hand, Chicago and Milwaukee on the other hand, and 
Minneapolis in between them, each contend that any adjustment 
that has existed or that has been proposed by the carriers, 
either on their own initiative or under findings of the Commis- 
sion, unduly prefers some or all of the competing markets. It 
is nat at all difficult to pick out from any large and compli- 
cated rate adjustment apparent or actual inconsistencies, but 
in endeavoring to correct all such inconsistencies it is almost 
invariably found that as to some of them the correction of 
one creates others. 


Further discussing the adjustment, we said: 


_Experiences justify the statement that it is humanly impos- 
sible to fix any adjustment of these rates that would be ac- 
ceptable to the several contending markets, and equally impos- 
sible to fix any adjustment in which those interested at such 
markets could find no room for criticism. 

As has been said, the question is almost entirely one of re- 
lationship as between these rival markets. It is not a question 
of fixing reasonable rates per se from a territory of production 
to a single market. None of these contending parties desires 
a strict distance tariff, and we are convinced that substantial 
justice demands that the tariffs now under suspension be per- 
mitted to become effective. 

This proceeding is additional evidence “that there has 
never been an adjustment that was satisfactory to the 
rival markets.” Perhaps only a uniform mileage scale 
would preclude claims of relative maladjustment, and while 
no market desires this.system to be here applied or ap- 
plied generally, eventual resort to this basis may possibly 
be the only outcome of reiterated complaint over a com- 
plex situation which we have repeatedly tried to adjust. 

On this record we find the rates, rules and regulations 
assailed have not been shown to be unlawful, and the com- 


plaint will be dismissed. 


RATES ON EGG-CASE MATERIAL 


CASE NO. 8608 (46 I. C. C., 693-702) 
WEIS-PETERSON BOX COMPANY VS. MOBILE & OHIO 
RAILROAD COMPANY ET AL. 


FOURTH SECTION APPLICATIONS NOS. 2138, 2045, 1548, 
1952, 458, 3965, AND 2060. 
Submitted Oct. 24, 1916. Opinion No. 4770 


Carload rates on egg-case material in shook form from Cairo, 
Ill., to points in Kentucky and Tennessee found to be 
unduly prejudicial to Cairo to the extent indicated herein. 


DANIELS, Commissioner: . 

The complaint in this case, filed by a corporation en- 
gaged in the manufacture and sale of box shooks and 
egg-case material at Cairo, Ill., attacks the rates on these 
commodities, in carloads, from that point to destinations 
on the Southern; Louisville & Nashville; Nashville, Chat- 
tanooga & St. Louis; and Cincinnati, New Orleans & Texas 
Pacific railways, in the states of Kentucky and Tennessee. 
These rates, stated herein in cents per 100 pounds, are 
alleged to be unjust and unreasonable, and to subject 
Cairo to undue prejudice and disadvantage in favor of 
Memphis, Tenn. No reparation is asked. 

Two or more lines must be used from Cairo to reach 
points on the four carriers designated above, and to such 
points the rates from Cairo are now generally made by 
combination on certain intermediate junctions via which 
the distances are said in some: instances to be greater 
than via other junctions which mgiht be used. 

Although unreasonableness is alleged, complainant’s chief 
cause of complaint is that the rates from Cairo are unduly 
prejudicial to Cairo as compared with the rates from 
Memphis, Tenn. Rates on this traffic from Memphis, 
Tenn., to destinations involved are generally through 
rates over one line or joint through rates over two or 
more lines. For example, from Memphis to Lebanon, Ky., 
over the Louisville & Nashville for a distance of 384 miles 
the rate is 15 cents, whereas from Cairo, Ill., to Lebanon, 
via the Illinois Central to Elizabethtown and thence via 
the Louisville & Nashville, a distance of 325 miles, the 
rate is 18.6 cents, based on the combination of 11.6 cents to 
Louisville and the local of 7 cents beyond. In other in- 
stances the disparity in rates from Cairo and Memphis, 
ditsance considered, is even greater than in the example 
above given. 

We are asked to require defendants to establish and 
maintain through routes from Cairo to the destinations 
referred to, and to require the maintenance thereto of 
joint through rates upon the same relative mileage basis 
as the rates contemporaneously maintained from Memphis. 

The rates from Cairo to some of the destinations are 
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lower than those applicable to intermediate: points. <Ac- 
cordingly portions of certain applications of defendants 
to continue these departures from the long-and-short haul 
provision of the fourth section were set for hearing in 
connection with this case. 

The commodities involved are the different parts, cut to 
shape, which make up an egg case, and are shipped in 
shook form, knocked down, in bundles or packages. Com- 
plainant manufactures them from cotton wood and gum 
lumber, which are said to be woods of comparatively low 
value. In view of the compact manner in which the 
articles can be loaded in the car, occupying all the avail- 
able space, the average carload is between 30,000 and 
40,000 pounds. The carload minimum is 30,000 pounds. 
The defendants claim that the average loading is less than 
that on lumber generally, whereas complainant represents 
that it is greater than that on cottonwood lumber manu- 
fatcured in standard lengths of from 10 to 16 feet which, 
when loaded in a box car, leaves considerable unoccupied 
space in front of the doors. A carload of 30,000 pounds 
of egg-case material in shook form is valued at about 
$450, f. o. b. Cairo. Where published, lumber rates gen- 
erally apply on these articles; but in the absence of 
specific lumber rates, class N rates apply generally through- 
out the southeast. The suggestion is made by defendants 
that the rates on these articles might very properly be 
higher than the rates on lumber. Whatever prima facie 
force this contention might carry by reason of the low 
minimum and the necessity of using box car equipment 
to move this traffic, the action of the carriers in substi- 
tuting for class A rates the lumber rates under class N 
for this box material precludes the carriers from urging 
the impropriety of the latter classification as affecting the 
rates herein. Moreover, the classification of lumber and 
its products is now under investigation in Docket No. 
8131, In the Matter of Rates on and Classification of Lum- 
ber and Lumber Products, and pending the outcome of 
that investigation, we are of opinion that the present 
relationship should not be disturbed, and our findings 
herein are subject to whatever conclusions may be ar- 
rived at in said investigation in so far as they may be 
applicable. 


Cairo is an important lumber center and manufacturing 
point for various articles of wood. Complainant’s chief 
competition in the distribution of cottonwood and gum 
box shooks and egg-case material comes from Memphis; 
but the same articles are also manufactured at Helena, 
Ark., and at various points in southeastern and Central 
Freight Association territories. Memphis, located near 
the heart of an important hardwood lumber territory, 
enjoys a substantial natural advantage with respect to 
the raw material, whereas Cairo, located 200 miles farther 
north, must pay rates on the longer inbound haul of lum- 
ber. This fact is referred to by complainant to emphasize 
the necessity for a proper adjustment of rates on the out- 
bound products. - Complainant’s total shipment to all 
points in the states of Kentucky and Tennessee for the 
21 months ending May 1, 1916, amounted to 68 cars. It 
is represented further that the establishment of joint 
through rates from Cairo would contribute to the develop- 
ment of the business from Cairo in the two states re- 
ferred to. 

No evidence was introduced by complainant against the 
rates or their adjustment to points on the Illinois Central 
and Mobile & Ohio railroads. We do not think the record 
justifies requiring the Mobile & Ohio to establish or concur 
in joint through rates to the territory in Kentucky and Ten- 
nessee in which it does not, because of its short haul, desire 
to compete for this traffic; but the use of class A rates, 
Southern Classification, by the Mobile & Ohio applicable 
on this commodity is admittedly unreasonable, and must 
be replaced by the basis hereinafter prescribed. 


Shipments from Cairo to points on the lines of the four 
defendants first named apparently move in most instances 
on through bills of lading; consequently certain through 
routes are already in operation, and we therefore hold it 
reasonable, to require defendants herein, except as ex- 
pressly excepted, to establish or, where established, to 
maintain joint rates to the destinations in question. The 
rates from Cairo to these points are commonly made on 
basis of the lowest combination, and on argument stress 
was laid upon the fact of that it is frequently impossible 
for complainant to figure out the through rates on ac- 
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count of the necessary tariffs of connecting lines not be. 
ing on file in Cairo. On the other hand, through rates 
are published from Memphis to these destination points, 
even to points to which defendants urge that in some 
instances the rates are made on the combination basis, 


It appears to us that the complaint largely arises from 
the fact that the Louisville & Nashville observes between 
Memphis and Louisville, a distance of 380 miles, tle 12. 
cent terminal rate effective at Louisville as maximum. 
Thus, from Memphis, the Louisville & Nashville blankets 
the line from Paris, Tenn., to Louisville, a stretch of 247 
miles, with a 12-cent rate. Complainant therefore urges 
that, if non-competitive local points enjoy rates on this 
basis, the rates from Cairo to destinations on the Louis- 
ville & Nashville ought to bear a relationship not dis. 
proportionate when relative distances are considered. The 
Louisville & Nashville disputes the applicability of dis- 
tance comparisons as determinative of rates, when its 
own low rates to intermediate points on its own line are 
held down so as not to exceed the water-compelled ter. 
minal rate. We are, however, of opinion that a carrier 
may not cite its literal observance of the long-and-short- 
haul clause of the fourth section of the act as excusing 
it from its legal obligation to maintain from points on 
connecting lines to destinations on its own lines rates 
which in the light of all relevant considerations are non- 
prejudicial to the traffic so originating on its connections. 
This is not to say that the distance basis which might 
be figured out by reason of the 12-cent rate carried as 
maximum for 380 miles on the Louisville & Nashville 
is, ipso facto, properly applicable on the same traffic from 
Cairo. The Cairo bridge, the division of revenue between 
several lines» no less than the interchange service required 
between them, as well as any other material or relevant 
differences in operating or traffic conditions, must all be 
considered. But the contention of complainant is not 
fully met by the allegation that for the same traffic origi- 
nating on connections a combination basis is indisputably 
appropriate, irrespective of the disparity in rates created 
by the combination basis as contrasted with the hauls 
covered by a low blanket rate. In this connection it is 
also proper to advert to the argument which defendants 
urge that the combination basis affords Cairo to destina- 
tions in Kentucky and. Tennessee rates which are rela- 
tively fair to Cairo as compared with other shipping 
points of the same material, especially shipping points in 
Central Freight Association territory. The evidence, alto- 
gether apart from the letters incorporated in complain- 
ant’s brief which are not strictly of record, is conflicting 
as to the competitive character of the shipments made 
from several of the points mentioned in Central Freight 
Association territory. But the essential fact is that de 
fendants’ contention fails to go to the heart of the com- 
plaint. The narrow issue is, Are rates on egg-box ma- 
terial from Cairo unduly prejudicial as compared with 
rates from Memphis, not from other points of origin? 
It is no answer to this averment to argue that rates on 
this traffic from Cairo are fairly aligned with rates on 
the same traffic from Vincennes, Ind., or Urbana, IIl. 


The record as a whole has impressed us with the belief 
that joint through rates should be published from Cairo 
to the destinations in question, save for the exception 
indicated via the Mobile & Ohio; and that these rates 
should bear some definite relation to the rates contempo 
raneously maintained from Memphis. The comprehensive 
revisions, which the carriers represent it is their intention 
to make in order to eliminate or reduce the fourth section 
departures in the southeast, indicate that they also feel 
that some readjustment should be made. Defendants also 
asserted that the carriers’ committee now working upon 
the fourth section situation in the southeast had not as 
yet touched upon the lumber adjustment, but that this 
feature would be taken up in the near future.’ They con 
tend that until these rates are checked in by the com 
mittee engaged upon this work, the present adjustment 
should not be disturbed. This contention cannot be per 
mitted to defer a finding upon the present record if it 
appears that the existing situation is unduly prejudicial 
to complainant. 


The record has convinced us that complainant has not 
sustained the allegation of unreasonableness; and the 
adjustment prescribed will accordingly be predicated el 
tirely on the unduly prejudicial character of the rates 
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from Cairo as compared with the rates applicable from 
Memy his. 

The situation existing on each of the defendant lines 
will be discussed separately. 


Cincinnati, New Orleans & Texas Pacific, and Southern 
Railway Destinations. 


As ihe Southern Railway and the Cincinnati, New Or- 
leans & Texas Pacific are subject to a common control, 
and are territorially interconnected, the rates to points on 
these two lines may be considered together. Practicable 
routes from Cairo to destinations on these lines are (1) via 
the Illinois Central to Louisville, the Southern Railway be- 
yond; (2) via the Cleveland, Cincinnati, Chicago & St. 
Louis Railway to Mount Carmel, Ill., and Southern Rail- 
way through Louisville beyond; and (3) via the Illinois 
Central to Paducah, Ky., Nashville, Chattanooga & St. 
Louisto Stevenson, Ala., and Southern Railway beyond 
through Chattanooga. Shipments of egg-case material 
from Memphis to destinations on these two carriers via 
the Southern Railway generally move through Chattanooga, 
although a shorter route to points on this line west of 
Kentucky- junction points is via the Louisville & Nashville 
to Louisville and the Southern Railway beyond. Louisville 
and Chattanooga are therefore the two principal gate- 
ways via which both Cairo and Memphis traffic moves to 
the destinations in question. A proper adjustment of 
the rates to these gateways should be determinative of 
the proper adjustment to the destination points. 

The rate from Cairo to Louisville, the northern gateway 
to the destinations in question, is 11.6 cents, and that in 
effect at the time of the hearing from Memphis to Louis- 
ville was 12 cents. The distance to Louisville from Cairo 
by rail is 122 miles less than that from Memphis, and 
something over 200 miles less than from Memphis via 
the water route, the competition of which is alleged by 
defendants to depress the rail rates from both points to 
Louisville. The present rate from Cairo to Chattanooga, 
the southern gateway to the destinations in question, is 
16 cents, 4 cents greater than that applicable from Mem- 
phis at the time hearing was had. The rate northbound 
from Chattanooga to Cairo is 14 cents, and complainant 
contends that this rate should also apply in the opposite 
direction, particularly as the Memphis rate of 12 cents 
applied in both directions. 

Since the hearing in this proceeding, defendants’ rates 
from Memphis to the territory of destination have been 
increased. To stations on the Southern Railway east of 
Louisville the rate has been increased from 14.5 to 15 
cents at junction points with the Louisville & Nashville, 
and to 19 cents at other points in that region. To des- 
tinations on the Cincinnati, New Orleans & Texas Pacific 
the rates from Memphis have been increased since the 
hearing to 19 cents. ; 

We are of opinion and find that carload rates on egg-case 
material in shook form from Cairo to points on the South- 
em Railway in Kentucky east of Louisville, Ky., and to 
points on the Cincinnati, New Orleans & Texas Pacific at 
and north of Danville, Ky., are and for the future will be 
unduly prejudicial to Cairo to the extent that they exceed 
or may exceed rates contemporaneously maintained from 
Memphis to the same points; and that through routes 
and joint through rates should be established by the de- 
fendants herein, except the Mobile & Ohio and the Cleve- 
land, Cincinnati, Chicago & St. Louis railways, from Cairo 
to points on the Southern Railway in Kentucky east of 
Louisville and to points on the Cincinnati, New Orleans 
& Texas Pacific at and north of Danville, Ky. We also 
are of opinion and find that through routes and joint 
through rates should be established by the defendants 
herein, except the Mobile & Ohio and the Cleveland, Cin- 
Cinnati, Chicago & St. Louis railways, from Cairo to points 
on the Cincinnati, New Orleans & Texas Pacific south 
of Danville, Ky., and to points on the Southern Railway 
In Tennessee at and east of Chattanooga, the rates not 
to exceed by more than 2 cents per 100 pounds the rates 
tontemporaneously in effect from Memphis to the same 
stations. In arriving at this difference in favor of Mem- 
bhis of 2 cents in the rates from Cairo and Memphis to 
Chattanooga and the other stations indicated on these two 
lines, consideration was given to the slight advantage in 
distance enjoyed by Memphis to these destinations, in 
addition to the fact that a bridge crossing is necessary 
in the traffic from Cairo, and the additional fact that a 
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two and three line haul is involved from Cairo as com- 
pared with the one-line haul from Memphis to Southern 
Railway stations in Tennessee and the haul over allied 
lines to points indicated on the Cincinnati, New Orleans 
& Texas Pacific Railway. 


Nashville, Chattanooga & St. Louis Destinations. 


There are several routes available from Cairo to points 
on the line of this defendant; via the Illinois Central to 
(1) Paducah, Ky.; (2) to Martin, Tenn., or (3) to Jackson, 
Tenn., and the Nashville, Chattanooga & St. Louis beyond; 
(4) via the Mobile & Ohio to Union City, Tenn., or (5) 
to Jackson, Tenn., and the Nashville, Chattanooga & St. 
Louis beyond. On the other hand, the Nashville, Chat- 
tanooga & St. Louis is an initial Hine at Memphis. A 
general view of the location of this line with respect to 
Cairo and Memphis indicates that a proper adjustment 
to Hollow Rock Junction and Nashville should point the 
way to a proper adjustment to the other destinations. 

The distances from Cairo to Hollow Rock Junction and 
all points on the main line and branches east thereof are 
35 miles less than from Memphis. This difference in dis- 
tance in favor of Cairo may be considered as roughly 
offsetting the traversing of the Ohio River bridge at Cairo. 
While the rate from Cairo to Hollow Rock Junction is 
13 cents, the rate from Hollow Rock Junction to Cairo is 
11 cents, which is 1 cent greater than that to Memphis. 
The rate from Cairo to Nashville is 1 cent less than that 
from Memphis to Nashville, but in the reverse direction 
the rate to both points is the same, 

We conclude and find that the carload rates on egg-case 
material in shook form from Cairo to points on this line, 
Hollow Rock Junction and east thereof to but not includ- 
inf Chattanooga, but expressly including Nashville, are 
and for the future will be unduly prejudicial to Cairo to 
the extent that they exceed or may exceed the rates con- 
temporaneously maintained from Memphis to the same 
points; that through routes and joint through rates on 
this traffic should be established from Cairo to points on 
the Nashville, Chattanooga & St. Louis by the defendants 
herein, except the Cleveland, Cincinnati, Chicago & St. 
Louis. We further conclude that the rates from Cairo to 
points on this line west and north of Hollow Rock Junc- 
tion toward Paducah and Hickman are and for the future 
will be unduly prejudicial to Cairo to the extent that they 
exceed or may exceed the rates contemporaneously main- 
tained from Memphis to the same points, except that from 
Hollow Rock Junction to and including Paris, Tenn., the 
rates from Cairo may not exceed the rates from Memphis 
by more than 1 cent. 

We also conclude and find that rates from Cairo to sta- 
tions on the Nashville, Chattanooga & St. Louis south of 
but not including Hollow Rock Junction to and including 
Lexington, Tenn., will be unduly prejudicial to Cairo in 
so far as they exceed or may exceed the rates contem- 
poraneously carried from Memphis to the same stations 
by more than 3 cents; and similarly to stations on the 
branch from Lexington to Perryville, Tenn.; and that to 
stations on the Nashville, Chattanooga & St. Louis south 
of Jackson, Tenn., to within 50 miles of Memphis rates 
from Cairo will be unduly prejudicial to Cairo in so far 
as they exceed by more than 5 cents the rates to the same 
stations from Memphis. 

Louisville & Nashville Destinations. 

Routes from Cairo to points on this line are (1) via the 
Mobile & Ohio to Humboldt, Tenn., Louisville & Nash- 
ville beyond; (2) via the Illinois Central to Martin, Tenn., 
Nashville, Chattanooga & St. Louis to Nashville, and 
Louisville & Nashville beyond; or (3) via the Illinois Cen- 
tral to Louisville, Louisville & Nashville beyond; or (4) 
via the Illinois Central to Nortonville, Ky., Louisville & 
Nashville beyond; or (5) via the Illinois Central to Cen- 
tral City, Ky., Louisville & Nashville beyond; (6) via 
the Cleveland, Cincinnati, Chicago & St. Louis and South- 
ern railways to Louisville, Louisville & Nashville beyond; 
(7) via the Illinois Central to Paducah, Nashville, Chat- 
tanooga & St. Louis to Paris, Tenn., Louisville & Nashville 
beyond. The latter route is the most advantageous route 
for the Louisville & Nashville and the Nashville, Chat- 
tanooga & St. Louis to the greater number of destinations, 
as those two roads are united by a common ownership 
interest and this route gives them all but 43 miles of the 
haul on the traffic routed via Paducah. 

From Cairo to Louisville & Nashville stations in Ten- 
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nessee south of Nashville via the lines running to Tus- 
cumbia, Ala., and through Decatur, Ala., Nashville is the 
gateway. In the discussion of rates to points on the 
Nashville, Chattanooga & St. Louis it was deterimned that 
the rates on the commodities here involved from Cairo 
to Nashville should not exceed the rates from Memphis, 
and this relationship of rates was extended to points 
east of Nashville up to but not including Chattanooga and 
points beyond. This adjustment should, we find, be also 
extended from Cairo to points in Tennessee on the Louis- 
ville & Nashville south of Nashville via the two lines 
above designated. 

From Cairo to stations between Nashville and Paris, 
Tenn., on the line of the Louisville & Nashville running 
through Guthrie, Ky‘, Paris is apparently a_ practicable 
gateway. The rate from Cairo to Paris, for a haul of 107 
miles, involving the Cairo bridge, is now 1 cent less than 
the Memphis-Paris rate, which covers a single-line haul 
of 133 miles. We are of opinion, however, that the rate 
from Cairo to Paris may appropriately exceed the rate 
from Memphis to Paris by not more than one cent. The 
same adjustment should be applied to all points on the 
Memphis-Louisville lines east of Guthrie to but not includ- 
ing Lebanon Junction, and to all points on the branch 
lines extending off the line from Lebanon Junction south 
to Nashville and Guthrie, but not including Nashville, 
these branches running from Glasgow Junction, Ky., to 
Mammoth Cave, Ky.; Glasgow Junction to Glasgow, Ky.; 
Russellville, Ky., to Adairville, Ky.; Gallatin, Tenn., to 
Scottsville, Ky., including the branch extending to Harts- 
ville, Tenn. In considering the rates to stations on the 
Southern Railway in Kentucky east of Louisville, we de- 
cided that the ratés from Cairo to such stations should 
not exceed those from Memphis to the same stations. 
This adjustment should also be applied from Cairo to 
Louisville & Nashville stations between Louisville and 
Lebanon Junction and to stations east of Louisville and 
Lebanon Junction and south of Cincinnati to Richmond, 
Ky., and to Junction City, Ky. Rates from Cairo to points 
on the Louisville & Nashville south and east of these two 
points should not exceed the rates contemporaneously 
applicable from Memphis to the same destinations by more 
than 2 cents. 


The rate from Cairo to Henderson, Ky., 11.6 cents, is 
conceded to be out of line as compared with the rate 
from Cairo to Evansville, 7.4 cents, which is alleged to 
be depressed by water competition on the Ohio River. 
As water competition would appear to exist at Henderson 
as well as at Evansville, the rate from Cairo to Hender- 
son should not exceed the rate from Cairo to Evansville. 
To the other points on the line between Evansville and 
Guthrie, including the branch from Guthrie to Elkton, and 
to points on the line from Owensboro to Russellville, in- 
cluding the branch line from Ellmitch to Morganfield, the 
distances from Cairo, even taking into consideration the 
Ohio River bridge at that point, are less than those from 
Memphis, so that the rates from Cairo to these destina- 
tions should not exceed those applicable from Memphis 
to the same points. 


To stations on the Louisville & Nashville between Paris 
and Memphis, we find and conclude that rates from Cairo 
to points as far south of Paris as Humboldt which exceed 
rates from Memphis to the same points by more than 1 
cent are unduly prejudicial to Cairo, and that south of 
Humboldt toward Memphis, to within 50 miles of the 
latter, rates from Cairo which exceed rates to the same 
points from Memphis by more than 3 cents will be unduly 
prejudicial to Cairo. 

We are also of opinion and find that through routes 
and joint through rates applicable thereto on the basis 
above prescribed should be established by the defendants 
herein, except the Cleveland, Cincinnati, Chicago & St. 
Louis Railway, from Cairo to the stations above designated 
on the line of the Louisville & Nashville in Kentucky and 
Tennessee. 

No attempt has been made in this report to fix specific 
rates at particular points. The rates from Cairo to rep- 
resentative gateways have been singled out, and their 
relationship to the rates from Memphis to the same gate- 
ways determined. The findings herein are confined to 
egg-box material in shook form, the record containing no 
adequate evidence with reference to the conditions sur- 
rounding box shooks generally nor to the effect that com- 
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plainant is affected detrimentally by the rates on any 
other commodity than egg-case material in shook jorm, 

The fourth section applications set down -for hearing 
herewith appear generally applicable to lumber, inasmuch 
as egg-case material carries generally by exceptio: the 
class N or lumber rate. We do not deem it appropriate 
to pass on and determine these fourth section applications 
in conjunction with a complaint involving only one, and 
that possibly a minor product of lumber. Decision on the 
fourth section applications heard herewith is therefore 
reserved for determination in a more comprehensive pro- 
ceeding in connection with defendants’ pending applica- 
tions for relief respecting rates on lumber and lumber 
products from Cairo to the points of destination involved; 
but the findings herein having to do with the relationship 
of rates from Cairo and Memphis, such fourth section 
deviations as are now protected by applications pending 
or orders issued are applicable on this traffic no less than 
to lumber generally, and if other or further fourth section 
relief is required by reason of the findings herein, carriers 
may petition specifically for same. 

An appropriate order will be entered. 


DES MOINES COMMODITY RATES 


CASE NO. 9075 (46 I. C. C., 703-711) 


STATE OF IOWA VS. WABASH RAILWAY COMPANY 
ET AL. 





PORTIONS OF FOURTH SECTION APPLICATION NO. 
1948, BY W. H. HOSMER, AGENT. 
Submitted Jan. 5, 1917. Opinion No. 4771. 

Upon complaint that commodity rates between Peoria or 
Springfield, Ill., and Des Moines and other designated in- 
terior Iowa cities as published in Western Trunk Line tariff 
I. C. C. A588 are not in compliance with the fourth section 
order of the Commission in Des Moines Commodity Rates, 
34 I. C. C., 281; and that they are unreasonable and unduly 
prejudicial; Held, That while the fourth section order in 
the case referred to has in terms been complied with, the 
finding of the Commission in that case has not been fol- 
lowed; that the maintenance of higher rates between Peoriz 
or Springfield and the designated interior lowa cities than 
between Peoria or Springfield and St. Paul is unduly preju- 
dicial; and that the rates in other respects are not found 


unreasonable. Fourth section relief denied. 


DANIELS, Commissioner: 


It is alleged in these complaints, consisting of an origi- 
nal and supplement, filed on the same date, that certain 
commodity rates named in Western Trunk Line tariff I. 
C. C. No. A-588, applicable to carload shipments between 
Peoria, Ill., or Springfield, Ill., and Des Moines and other 
designated points in the eastern part of the state of Iowa 
are unreasonable and unjustly discriminatory by reason 
of the fact that certain of the rates westbound are lower 
than those eastbound; that the maintenance of higher 
rates between Peoria and the designated Iowa cities than 
the rates on the same articles contemporaneously main- 
tained between St. Louis and said cities, and of lower 
rates between Springfield and St Paul, Minn., than between 
Springfield and Des Moines and said Iowa cities, results 
in undue prejudice and constitutes departures from the 
long-and-short-haul rule of the fourth section of the act; 
and that the maintenance of the rates assailed is con- 
trary to the fourth section order of the Commission in 
Des Moines Commodity Rates, 34 I. C. C., 281 (The Traffic 
World, July 3, 1915, p. 9). 

Portions of the application of defendants for relief from 
the provisions of the fourth section of the act covered 
by application No. 1948, W. H. Hosmer, agent, were set 
for hearing in connection with this case. 


In Des Moines Commodity: Rates, supra, we had under 
consideration traffic moving under commodity rates from 
Chicago, Ill., to Des Moines. In that case, page 285, a 
conference was suggested between the parties in interest, 
which included Des Moines and numerous other interior 
Iowa cities, and the carriers participating in transporta- 
tion of traffic between Chicago and the Iowa cities, to 
agree, if possible, as to proper rates to be applied on the 
articles named in that case as affecting cities other that 
Des Moines. A conference was held and an agreement 
could not be reached as to agricultural implements; bot 
tles, jars, etc.; boxboard; and printing paper. Rates o2 
these articles to Des Moines on shipments from Chicago 
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were prescribed in Des Moines Commodity Rates, 36 I. 
¢.C. 588 (The Traffic World, Dec. 4, 1915, p. 1158). 

Bifective April 1, 1915, in Western Trunk Line tariff 
1, €. C. No. A-588, the defendants published commodity 
rates on the articles named in an exhibit filed with the 
complaint from Springfield, St. Louis and Peoria to Des 
Moines and other interior Iowa cities. Comparison shows 
that, except as to a few articles, the rates were the same 
as published in a previous issue of the same tariff. The 
complaint was filed Aug. 12, 1916. Effective Oct. 4, 1916, 
western Trunk Line I. C. C. No. A-704 published reduced 
rates on all the articles named, except one or two, from 
peoria and Springfield to the interior Iowa cities. 

The following table shows rates on the articles named 
by complainant now in effect from Peoria, St. Louis and 
Chicago to Des Moines, in cents per 100 pounds, except 
as otherwise stated: 

From From 
Article. 
Acid . 13 
Alumina sulphate . 17% -20% 
Asphalt ; ? 10 .10 
Bags and Bagging : 16 
Butts, etc. a 21 
Beer 
Beer packages 
Bottles, jars, ete 
Brick, enamel 
Cement, paving and roofing 
Cocoanut oleine 
Copper, sulphate 
Fillers, egg case 
Furniture 
Glucose 
Go-carts 
Hides 
Angle bars 
Iron and steel 
Rails 
Pipe, ete. 
Valves 
Liquor, ammoniacal 
Matches 
Mill cinder, 
Oil: 

Linseed 

Petroleum 
Packing-house products 
Paints: 

Dry earth 
Mixed 
Paper: 

Tarred 
Printing 
Wrapping 
Corrugated 
Boxboard 
Tablets 
Roof coating, 

Salt cake 

Salts, Epsom 

Roller, shade or curtain 
Shells, loaded 

Shot 


St. aoa Chicago. 


Soda caustic 

Soda ash 

Starch 

Stoves 

Tri sodium phosphate : 

Vinegar 17% 
15 


*Per ton. 


The rates from Peoria are in nearly every instance one- 
half a cent per 100 pounds lower than were in effect when 
the complaint was filed. 


So far as we can ascertain from tariffs on file there is 
low no departure from the long-and-short-haul rule of 
the fourth section in the rate adjustment from St. Louis 
0 the Iowa points on traffic moving through Peoria. To 
that extent the complaint has been satisfied. Attention 
ls also directed to the fact that carriers agreed to observe 
the Des Moines rates as maxima to Ottumwa on traffic 
from Peoria and Springfield. 

It is contended by complainant that the fourth section 
order of the Commission in Des Moines Commodity Rates, 
41. C. C., 281 (supra), has not been camplied with. In 
that case, page 286, we said that— 


Fourth Section Application No. 1948, filed on behalf of the 
respondent carriers, in part seeks authority to continue com- 
uty rates from St. Louis to Des Moines which are lower 
an the rates concurrently applicable on like traffic from Pe- 
oe, and also to continue commodity rates from Springfield to 
Pegs which are lower than the rates on the same articles 
Chi €s Moines. Since the adjustment in the class rates from 
7 me” and from Peoria and Springfield to Des Moines re- 
ulting from our findings and orders in the cases repeatedly 
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referred to in the foregoing pages those departures from the 
provisions of the fourth section have been eliminated with re- 
spect to articles moving to Des Moines under class rates, and 
we are of the opinion upon the record before us that such 
violations of that provision should be eliminated also in the 
case of traffic moving to the same points under commodity 
rates. Those features of the application will therefore be de- 
nied, and the respondents will be required to readjust all com- 
modity rates between Peoria and Des Moines which are now 
in excess of the rates on the same articles between St. Louis 
and Des Moines through Peoria, and similarly, to readjust such 
of the rates between Springfield and Des Moines as exceed 
——- on the same commodities between Springfield and St. 
aul. 


The paragraph of the order that was issued in that 
case in response to the above finding with reference to 
lower rates from Springfield to St. Paul than from Spring- 
field to Des Moines is as follows: 


It is further ordered, That that portion of said application 
No. 1948, which asks authority to continue commodity rates 
from Springfield, Ill., to St. Paul, Minn., which are lower than 
rates contemporaneously in effect on like traffic to Des Moines, 
a ae and the same is hereby, denied, effective September 
’ o. 


The following table shows rates on articles named by 
complainant now in effect, in cents per 100 pounds, from 
Springfield to St. Paul that are lower than from Springfield 
and Peoria to Des Moines, also showing the amount of 


the difference: 
From From 
Peoria to Springfield 
Article. Des Moines. to St. Paul. 
Alumina sulphate 17% 15% 2 
Bags and Bagging 16 1% 
Butts, hasps, etc 
Bottles, jars, etc 
Glucose 
Angle bars 
Iron and steel 
Rails 
Matches 
Paints, mixed 
Paper: 
Tarred 
Printing 
Wrapping 
Corrugated 
Rollers, shades and curtains 


Differ- 
ence. 
9 


*Per ton.* Southbound. 


Rates on some of these articles are higher to other 
Iowa cities than from Springfield to St. Paul and the traffic 
moves through them to St. Paul. 

What the defendants did in response to the fourth 
section order in the case referred to was to cancel the 
route to St. Paul on traffic from Springfield to Des Moines. 
They now insist that this action is a compliance with the 
Commission’s order. 


The defendants did comply with the letter of the fourth 
section order. Rates to Des Moines were the only ones 
under consideration and the fourth section order’ related 
only to departures from the fourth section with relation 
to rates to that point. Did the defendants, however, com- 
ply with the finding of the Commission as to the main- 
tenance of the higher rates to interior Iowa cities than to 
St. Paul from Springfield and Peoria? In Des Moines Com- 
modity Rates, 34 I. C. C., 281, 283 (supra), after quoting 
from page 80 of State of Iowa nag St. P., M. & O. Ry. 
Co., 28 I. C. C., 7 (The Traffic orld, Aug. 9, 1913, p. 
320), to the effect that the maintenance of class rates 
from Chicago to Des Moines with reference to, or based 
upon, the Chicago-twin cities scale was without “reason- 
able regard to the extent or value of the service,” we 
said that— 


The record shows, however, that the twin city basis, formerly 
followed in fixing the class rates, is still used in determining 
the commodity rates to interior Iowa points * * *. The 
adherence by the carriers to the twin city basis from St. Louis 
and Chicago as a basis for fixing commodity rates to interior 
Iowa points, notwithstanding our condemnation of that basis 
in the case just cited (28 I. C. C. 76) with respect to class 
rates, results in a few commodity rates that are higher than 
the class rates. The carriers long since promised to correct 
this condition in their rate structure by canceling such com- 
modity rates as exceed the new class rates, leaving the latter 
> aaa but no tariff readjusting these rates has yet been 

ed. 


Considering what has just been shown in connection 
with statements made in the findings respecting the fourth 
section order, it was the opinion of the Commission that 
it was unreasonable for defendants to continue to main- 
tain higher rates to the interior Iowa cities from Pgoria 
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and Springfield than they contemporaneously maintained 
from Peoria and Springfield to St. Paul. In the case 
referred to rates to Des Moines alone were under con- 
sideration, but an adjustment of rates from Chicago to 
Des Moines could not well be made except rates to the 
other Iowa cities were also readjusted. From Peoria and 
Springfield to St. Paul the short line through Iowa is not 
via Des Moines. It is via Cedar Rapids. When the Com- 
mission found that higher rates to Des Moines were not 
justified under the fourth section such a finding applied 
with the same force to higher rates to Cedar Rapids, 
Ottumwa, Oskaloosa and Marshalltown than to St. Paul 
applicable to traffic moving through those points. 


The order for hearing of the fourth section application 
in this proceeding covers rates applying eastbound from the 
interior Iowa cities to St. Louis and southbound from St. 
Paul to Springfield. At the hearing defendants stated 
that they had no evidence to submit as to the fourth sec- 
tion departures referred to in the order, and that the 
application for relief might be denied. 

There was no justification offered, and none otherwise 
appears, for departures from the rule of the fourth sec- 
tion on north or west bound traffic from Springfield to 
the Iowa points as compared with St. Paul. The Com- 
mission found in Des Moines Commodity Rates, 34 I. C. C., 
281 (supra), that class rates from Chicago to Des Moines 
should not be continued on the twin city basis. The find- 
ing was equally applicable to commodity rates to Des 
Moines and to all interior Iowa cities. The defendants 
should have readjusted their commodity rates accordingly 
It was shown in that case that Iowa shippers met the 
competition of twin city shippers at points in northern 
Iowa, and that the lower rates to St. Paul operated to 
delimit the Iowa shippers’ territory of sale. : 

In conformity with the finding of the Des Moines case 
and on the facts appearing of record in this proceeding, 
we are of opinion and find that the maintenance by de- 
fendants of higher commodity rates to the interior Iowa 
cities from Springfield than they contemporaneougly main- 
tain from Springfield to St. Paul on the same articles is 
unduly prejudicial to the Iowa cities, and for the future 
the carriers defendant should be required to maintain 
rates on the articles named in the complaint from Spring- 
field and Peoria to Des Moines, Marshalltown, Ottumwa, 
Oskaloosa, Cedar Rapids and other main-line points in 
the eastern half of the state of Iowa that shall be no 
higher than are contemporaneously maintained by them 
from Springfield and Peoria to St. Paul. 


We turn now to consider whether the rates are unrea- 
sonable in other respects. Complainant in great detail 
in exhibits filed with the complaint compares distances 
and rates from Peoria, Springfield and Des Moines, Cedar 
Rapids, Ottumwa and Marshalltown with distances and 
rates from St. Louis to Des Moines and other points, and 
distances from Springfield to St. Paul and St. Louis to 
Winona, Minn., and La Crosse, Wis., and from Chicago 
and Peoria to the Mississippi and Missouri rivers. The 
contention is that rates from Peoria and Springfield to 
the Iowa points compared with rates from other points 
such as St. Louis and Chicago, shows that the rates from 
Peoria and Springfield are unreasonable. 

The following table gives distances as stated in com- 
plainant’s exhibit, and in exhibits filed by defendants, from 
and to the various points: 


Peoria to Des Moines 

i i i es 5s one-bd oe saab Rie o.casaueenaee 
Springfield to St. : 
A No es Sei ike eb rw Mid Och greece ace Dae { 
Peoria to Cedar Rapids 

Peoria to Marshalitown 

Peoria to Ottumwa 


Witnesses in behalf of Cedar Rapids and Ottumwa filed 
exhibits showing the class rates from Chicago and Peoria 
to those points in comparison with commodity rates, with 
a view to showing that the commodity rates from Peoria 
to the Iowa points were not made on the same basis as 
the class rates. 

The defendants show that there is very little traffic 
moving under. commodity rates from Springfield and Pe- 
oria and that some of the articles named do not move 
in carloads. It is insisted by representatives of defend- 
ants that the effort of complainant is to secure lower local 
ratesefrom Peoria in order to decrease through rates to 
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the interior Iowa cities from points east of the Ip liana. 
Illinois state line or other points which make «© the 
Peoria combination. The interior Iowa cities are, hoy. 
ever, entitled as a matter of law to reasonable rate: from 
Peoria and Springfield. 

There are some important matters that do not seem 
to have been taken into consideration’ by complainant, 
As defined with respect to traffic on local rates to interjor 
Iowa cities the Peoria group includes not only Peoria, but 
Springfield, Decatur and Litchfield, Ill., and other points, 
The distance from Litchfield to Des Moines, as repre. 
sentative of the Iowa cities, is 353 miles, and from De. 
catur, 402 miles. The average distance from Peoria, 
Springfield, Litchfield and Decatur to Des Moines is 349 
miles, or the same as from St. Louis to Des Moines. 

It is too well settled to need citation of authority that 
where points are properly grouped with respect to rates 
to common markets, distances are fairly to be computed 
on the average distances of the points in the group. The 
Wabash Railway does not reach Peoria, but it does reach 
Decatur and extends into Iowa from that point. A wit- 
ness of the Wabash testified that Decatur is the Wabash 
gateway on traffic from the east to the west in the same 
sense as Peoria is the gateway of other lines. 

It is to be noted that no complaint is here made of 
the commodity rates from Chicago to Des Moines and 
the other interior Iowa cities. After the decision in Des 
Moines Commodity Rates, 36 I. C. C., 538 (supra), the 
Greater Des Moines Committee filed a motion for a more 
specific order, alleging that some of the rates published 
by defendants were not in comformity with the decision. 
No action has been taken on that motion. The distance 
from St. Louis to Des Moines is but 18 miles less than 
the distance from Chicago to Des Moines. Local rates 
on both classes and commodities from St. Louis to the 
interior Iowa cities are materially lower than from Chi- 
cago to the same points. In a few instances rates from 
Peoria are less than from St. Louis. In all cases, however, 
the St. Louis rates are held as maxima from Peoria and 
Springfield. The following exhibit filed by a representa- 
tive of the Chicago, Burlington & Quincy shows rates in 
cents per 100 pounds to Ottumwa on the articles named 
from Chicago, Peoria and Springfield, the class to which 
the article belongs, the class differential, Peoria and 
Springfield under Chicago, and the differential the articles 
shown take under the commodity rates: 


Article. 


From 


Chicago. 


From 
Peoria. 


r om 
No wo 


Cereal beverages 

Bar fixtures 

Roofing paper 
Egg case fillers........ 
Denatured alcohol 

Rope 

Iron and steel 

The witness testified that he had selected only articles 
that actually moved in carloads to Ottumwa from the 
points of origin named. In some instances it will be noted 
that the commodity rate differentials are higher than the 
class differentials. Class rates from Chicago and Peoria 
to interior Iowa cities were fixed by the Commission in 
Cedar Rapids Commercial Club vs. C., R. I. & P. Ry. Co. 
29 I. C. C., 5388 (The Traffic World, March 21, 1914, p. 555). 
It is the contention of defendants that commodity rates 
are now properly lined up with class rates prescribed in 
that case. 

Numerous exhibits were filed by defendants to show 
that the commodity rates complained of from Peoria, 
Springfield and St. Louis to the interior Iowa cities are 
as low as, or lower than, rates on the same articles to 
other points in the same general territory on shipments 
moving for the same or greater distances. The contention 
is that the exhibits demonstrate that the rates of which 
complaint is made are on a low basis, and may not prop- 
erly be found unreasonable. It is not deemed necessary 
here to refer to these exhibits in greater detaiJ. It is 
sufficient to state that the exhibits filed by all parties 
have had consideration in the light of explanations by 
the witnesses submitting them. From all the facts of 
record we are of opinion and find that: the rates com 
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plained of are not shown to be unreasonable or otherwise 
unlawful, except as above noted. 

In the supplemental complaint rates on matches, stoves 
and mixed paints are named. The rate on matches from 
St. Louis to Des Moines is 19 cents and to the Albert 
Lea, Minn.-Northwood, Ia., group the rate is 26 cents; on 
stoves the rate from St. Louis to Des Moines is 16.5 cents 
and to the Albert Lea group in Minnesota is 17% cents and 
the rate to the Albert Lea group in Iowa is 16 cents. De- 
fendants stated at the hearing that the fourth section 
departures would be voluntarily removed and we assume 
that this will be done promptly. With respect to paints, 
it is alleged that the mixing privilege is unduly restricted 
on shipments to Des Moines. The defendants assert that 
it is not clear in what manner the mixture is unduly re- 
stricted. The Western Classification rating is fifth class 
on paints in mixed carloads. The.fifth class rate from 
Peoria to Des Moines is 19.5 cents. The Des Moines 
shipper has the benefit of a 19.5-cent rate on straight car- 
loads and 20.5 cents on mixed carloads. In the classifi- 
cation the following paints are classified fifth class: 
Paints, mixed; white lead; litharge; red lead; and putty. 
Class C rates apply on straight or mixed carloads of 
parytes, dry earth paint, ground iron ore, mortar color, 
ocher, whiting, kalsomine, and wall finish. The class C 
rate from Peoria to Des Moines is 15% cents. If the last- 
named paints are mixed with those first named, the rate 
on the mixture is 20.5 cents. This is in accordance with 
the familiar principle that on wide mixtures rates are 
made higher than on single articles or on narrower mix- 
tures. As a general rule, the mixture applicable on ship- 
ments to Des Moines from Peoria is the same as applies 
from Peoria to the other interior Iowa cities. We do not 
find that the mixture of paints carried in defendants’ 
tariffs is unduly restricted with respect to shipments to 
Des Moines. 

Orders in accordance with the findings herein will issue. 

(The fourth section order is No. 6863.) 


RATES ON GREEN VEGETABLES 


The Traffic World Washington Bureau. 
In a tentative report on No. 9604, Dawson Produce Co. 
et al. vs. Atlantic Coast Line et al., Examiner Hagerty 
recommends a report that the carriers have justified 
through rates based on the aggregate of the separately 
established proportional commodity rates in and out of 
Jacksonville, on green vegetables, in carloads,, from pro- 
ducing points in Florida to points in Oklahoma, which 
were increased subsequent to Jan. 1, 1910. He recom- 
mends that the complaint be dismissed. 


RATES ON COAL 


The Trafic World Washington Bureau. 
As Attorney-Examiner Gerry sees the facts brought out 
in No. 9511, Southern Coal, Coke and Mining Co. vs. 
Southern Railroad Co. et al., the rates on coal from the 
complainant’s mines in Illinois on the line of the South- 
ern in the Belleville district to destinations in Wisconsin, 
lowa, Minnesota and South Dakota have not been shown to 
be unreasonable, unjustly discriminatory or unduly preju- 
dicial, as compared with rates’on the same commodity from 
the southern Illinois field to the same destination. He 
recommends that the prayer for through routes and joint 
tates be denied and that the complaint be dismissed. 


PHYSICAL CONNECTION CASE 


The Trafic World Washington Bureau. 

It is beyond the power of the Commission to order a 
physical connection between the Panhandle and the Day- 
ton & Union at Union City, Ind., because “in no sense of 
the term (as used in the act to regulate commerce) can 
either be viewed as a lateral branch line of railroad.” 
That is the conclusion of Examiner Graham, in a tentative 
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report on No. 9659, John Montano et al. vs. Pittsburgh, 
Cincinnati, Chicago & St. Louis et al. The complainants 
are business men at Union City who desire to have a 
physical connection established between the two railroads 
so they will be able to produce the delivery of Panhandle 
cars on the rails of the Dayton & Union and vice versa. 
At present they have to dray their freight to and from 
the rails of the Panhandle. 

There is physical connection between the rails of the 
Big Four and the Dayton & Union. The latter has track- 
age rights over the Big Four rails. The complainants 
alleged that the rails of the Dayton & Union acquired by 
the arrangement with the Big Four come into contact 
with the rails of the Panhandle, but the report says that 
an examination of the blueprint filed in the case shows 
there is no contact The complainants alleged that the 
failure of the Panhandle and the Dayton & Union to 
make that connection resulted in discrimination against 
them. The Big Four was not made a party to the pro- 
ceeding. 

The case turned upon the meaning of the language in 
the first section authorizing the Commission to require, 
upon the application of a shipper, switch connection “with 
any lateral branch line of railroad.” The conclusion, 
based on the construction placed on that language by the 
Supreme Court of the United States, has been stated. It 
is that neither the Dayton & Union nor the Panhandle 
can be deemed to be a “lateral branch line of railroad.” 
The report says they are independent railroads; that 
switch connection undoubtedly is desirable and that there 
would probably be enough business to interchange to make 
the conhection a paying proposition, but that under the 
law the Commission cannot order such connection be- 
tween two roads that are competing for business to and 
from Union City. The examiner therefore recommends 
dismissal of the complaint. 


| Supreme Court Decisions 


COMMUTATION FARES 


No. 31—October Term, 1917. 

The Pennsylvania R. R. Co., Lessee 
of the Northern Central Ry. Co., 
Plaintiff in Error, 

vs. 

Albert G. Towers, E. Clay Timanus, 
and W. Laird Henry, Constituting 
the Public Service Commission of 
Maryland. 


In Error to the Court 
of Appeals of the 
State of Maryland. 


(October 15, 1917.) 
Mr. Justice Day delivered the opinion of the Court. 


This was an action in the Circuit Court No. 2 of Balti- 
more City, Md., to enjoin the Public Service Commission 
of Maryland from enforcing an order to sell commutation 
tickets at certain rates specified. The injunction was re- 
fused, and on appeal the Court of Appeals of Maryland 
affirmed the decree and held that, although the order fix- 
ing the rates declared the same to be in force for ten 
years, there should be reserved to the railroad company 
the right to apply to the Commission after the lapse of a 
reasonable time for a rescission or modification of its or- 
der if experience demonstrated that the revenue derived 
under the tariff as established by the Commission was not - 
properly compensatory for the services performed. (126 
Maryland, 59.) 

The order of the Commission required the Pennsylvania 
Railroad Company, lessee of the Northern Central Rail- 
way, te sell tickets for the transportation of passengers 
between Baltimore and Parkton within the state of Mary- 
land on the line of the Northern Central Railway. 

A table appearing in the opinion of the Court of Ap- 
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peals shows the relative rates under the former sched- 
ules and the new order of the Public Service Commission 
to be as follows: * * * 

The attack upon the order of the Commission in this 
court is based upon the contention that its effect is to 
take the property of the railroad company without due 
process of law, contrary to the Fourteenth Amendment to 
the Constitution of the United States. It is also averred 
in the bill that the order, if enforced, will work a dis- 
crimination against interstate travel in favor of travel 
within the state, and is otherwise unreasonable and void. 

The Court of Appeals of Maryland stated the question 
to be whether it is within the power of the Public Service 
Commission to require the establishment of a schedule of 
commutation rates by the railroad company, not where no 
such rates had theretofore been established, but where a 
new system of commutation rates had been proposed by 
the railroad company and submitted to the Commission. 
Whether commutation rates should be established was de- 
clared to be a question of policy to be decided by the com- 
pany. The court found authority in the Commission un- 
der the statutes of Maryland to revise commutation rates 
where such rates had already been established by the ac- 
tion of the company. We must accept this definition of 
authority in the Commission, so far as the state law is 
concerned, and direct our inquiry to the federal question 
presented. 

The question, as counsel for plaintiff in error states it, 
is whether a state legislature, either directly or through 
the medium of a public service commission, under the 
guise of regulating commerce, may compel carriers en- 
gaged in both interstate and intrastate commerce to estab- 
lish and maintain intrastate rates at less than both the 
interstate and intrasate standard and legally established 
maxima. It is asserted that there is no constitutional 
authority to compel railroad companies to continue the 
sale of commutation or special class tickets at rates less 
than the legally established standard or normal one-way 
single passenger fare upon terms more favorable than 
those extended to the single one-way traveler. 

To maintain this proposition plaintiff in error relies 
upon and quotes largely from the opinion of this court in 
Lake Shore & Michigan Southern Ry. Co. vs. Smith, 173 
U. S., 684. In that case a majority of this court held a 
statute of the state of Michigan to be invalid. A previous 
statute of the state had fixed a maximum passenger rate 
of three cents per mile. The statute in controversy re- 
quired the issuing of mileage books for a thousand miles, 
good for two years, at a less rate. This court held that 
a maximum rate for passengers having been established, 
that rate was to be regarded as the reasonable compensa- 
tion for the service, and that the fixing of the less rate 
to particular individuals was an arbitrary exercise of 
legislative power and an unconstitutional interference with 
the business of the carrier, the effect of which was to 
violate the provisions of the Fourteenth Amendment to 
the Federal Constitution by depriving the railroad com- 
pany of its property without due process of law and deny- 
ing to it the equal protection of the law. 

The Lake Shore case did not involve, as does the pres- 
ent one, the power of a state commission to fix intrastate 
rates for commutation tickets where such rates had al- 
ready been put in force by the railroad company of its 
own volition, and we confine ourselves to the precise ques- 
tion presented in this case, which involves the super- 
vision of commutation rates when rates of that character 
have been voluntarily established by the carrier. The 
rates here involved are wholly intrastate. The power of 
the states to fix reasonable intrastate rates is too well 
settled at this time to need further discussion or a cita- 
tion of authority to support it. 

In Interstate Commerce Commission vs. B. & O. R. R., 
145 U. S., 263, this court held that a “party rate ticket” 
for the transportation of ten or more persons at a less 
rate than that charged a single individual did not make a 
discrimination against an individual charged more for the 
same service or amount to an unjust or unreasonable dis- 
crimination within the meaning of the Act to regulate 
commerce. In the course of the opinion the right to issue 
tickets at reduced rates good for limited periods upon the 
principle of commutation was fully recognized. See pp. 
277, 278, 279, 280. 

Having the conceded authority to regulate intrastate 
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rates, we perceive no reason why such power may not be 
exercised through duly authorized commissions and rates 
fixed with reference to the particular character of the 
service to be rendered. : 

In Norfolk & Western Ry. vs. West Virginia, 236 U. §, 
605, 608, after making reference to Northern Pacific Ry, 
vs. N. Dakota, 236 U. S., 585, this court said: 


It was recognized (in the North Dakota case) that the state 
has a broad field for the exercise of its discretion in prescrib- 
ing reasonable rates for common carriers within its jurisdic- 
tion; that it is not necessary that there should be wniform 
rates or the same percentage of profit on every sort of busi- 
ness; and that there is abundant room for reasonable classifi- 
cation and the adaptation of rates to: various groups of ser- 
vices. 

That the state may fix maximum rates governing one. 
way passenger travel is conceded. Having the general 
authority to fix rates of a reasonable nature, we can see 
no good reason for denying to the state the power to exer. 
cise this authority in such manner as to fix rates for spe. 
cial services different from those charged for the genera] 
service. In our opinion the rate for a single fare for 
passengers generally may be varied so as to fit the par. 
ticular and different service which involves, as do com- 
mutation rates, the disposition of tickets to passengers 
who have a peculiar relation to the service. The service 
rendered in selling a ticket for one continuous trip is 
quite different from that involved in disposing of commu. 
tation tickets where a single ticket may cover 100 rides 
or more within a limited period. The labor and cost of 
making such tickets as well as the cost of selling them is 
less than is involved in making and selling single tickets 
for single journeys to one-way passengers. 

The service rendered the commuter, carrying little bag. 
gage and riding many times on a single ticket for short 
distances, is of a special character and differs from that 
given the single-way passenger. 

It is well known that there have grown up near to all 
the large cities of this country suburban communities 
which require this peculiar service, and as to which the 
railroads have themselves, as in this instance, established 
commutation rates. After such recognition of the pro 
priety and necessity of such service, we see-no reason why 
a state may not regulate the matter, keeping within the 
limitation of reasonableness. 

On the strength of these commutation tariffs, it is a 
fact of public history that thousands of persons have ac- 
quired homes in city suburbs and nearby towns in reliance 
upon this action of the carriers in fixing special rates and 
furnishing particular accommodations suitable to the traf- 
fic. This fact has been recognized by the courts of the 
country, by the Interstate Commerce Commission, and 
quite generally by the railroad commissions of the states. 
* * * 

That decision was affirmed by the Court of Appeals of 
New York on the opinion of the Appellate Division (215 
N. Y., 689). 

The subject was elaborately considered by the _ Inter- 
state Commerce Commission in the Commutation Rate 
Case, 21 I. C. C., 428, in which the authority of the Com- 
mission to fix reasonable rates was sustained. * * * 

The reasoning of these decisions is sound and involves 
no violation of the Federal Constitution. True it is that 
it may not be possible to reconcile these views with all 
that is said in the opinion delivered for the majority of 
the court in the case of Lake Shore & Michigan Southern 
Ry. Co. vs. Smith, supra. The views therein expressed, 
which are inconsistent with the right of the states to fix 
reasonable commutation fares when the carrier has itself 
established fares for such service, must be regarded as 
overruled by the decision in this case. 

We find no error in the decree of the Court of Appeals 
of Maryland, and the same is 

Affirmed. 

Dissenting, the Chief Justice, Mr. Justice McKenna and 

Mr. Justice McReynolds. 


PACIFIC CAR DEMURRAGE 
The August report of the Pacific Car Demurrage Bureal 
shows 5,701 cars held overtime, or a percentage of 02.73, 
as against 5,855, or a percentage of 02.54, for August, 1916. 
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October 27, 1917 


15 PER CENT CASE REOPENED 


The Trafic World Washington Bureau. 

Railroad people in Washington and presumably all over 
the country were amazed at the action of the Commission 
in reopening the fifteen per cent case and calling on the 
carriers to show their financial condition at a hearing 
November 5. The announcement of the reopening was 
made in a hurry the night of October 22, five hours after 
the usual afternoon hour for promulgating orders or no- 
tices. It was made in the form of a letter to George S&S. 
Patterson. The action is taken as a notice from the Com- 
mission that it will not wait for a formal letter from 
George F. Randolph embodying the views of the carriers, 
put will go ahead on November 5 to find out whether the 
carriers are in the straits some of them suggest. 

An unofficial intimation is that the commissioners re- 
garded the suggestion of a sixty days’ postponement as a 
strategic move to have the case brought forward at a time 
when the transportation system would be frozen tight, 
which would presumably be a proper physchological mo- 
ment for a demand for more money. The letter to Mr. 
Patterson is taken as a scheme for blanketing that move 
and making the railroads win or lose on the merits of the 
case instead of possibly on hysteria during a freight block- 
ade due to bad weather. 

Against the advice of Mr. Patterson, spokesman for the 
eastern railroads, the Commission has called on his clients 
to show, on November 5, whether their financial condition 
isas bad as has been intimated. The hearing on that day 
is to be a continuation of the fifteen per cent case—a re- 
opening of that case, so to speak, although technically 
speaking, that case has never been closed. Therefore, still 
technically speaking, it could not be reopened. 

The letter to Mr. Patterson is as follows: 


“IT am instructed by the Commission to advise you that 
after conference the Commission is of the opinion that 
the carriers in the Eastern District represented by you 
before the Commission at the informal conference held on 
October 17, 1917, are in error in suggesting what is vir- 
tually, and for the most practical purposes, a continuance 
for at least 60 -days of the Fifteen Per Cent Case. The 
Fifteen Per Cent Case is still open and before the Com- 
mission. If your suggestion is well grounded that further 
financial relief is needed by the carriers, it is obvious that 
such relief should be had promptly in order that trans- 
portation demands in time of war may be fully met. 


“In its report of June 27 the Commission referred at 
some length to war conditions. The Commission reached 
the conclusion that only part of the requested increase 
should be then awarded, stating that the things which 
the carriers ‘believed would happen have not happened.’ 
But the Commission added, p. 325: ‘None of us know 
what the future may develop, * * * if it shall develop 
that the fears which have prompted the carriers are re- 
alized or that their realization is imminent, we shall be 
ready to meet that situation by such modification or ampli- 
fication of the conclusions and orders herein reached and 
entered as are shown to be justified.’ 

“The gist of your suggestion of October 17 is that the 
situation above referred to has now arisen; it is suggested 
that operating revenues do not now adequately overcome 
mounting costs. If this be so, the Commission’s stated 
purpose of meeting that situation will not have been at- 
lained by adopting your suggestion of a hearing 60 or 
“0 days hence. The Commission is emphatically of the 
Minion that the evidence necessary to establish the full 
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truth should be presented, without delay, in order that the 
carriers may be maintained in a position to do their full 
war duty. 

“The record submitted in June indicated that the con- 
dition of the carriers in New England was less favorable 
than in any other section of the country. The Commis- 
sion is impressed with the desirability of being promptly 
advised as to their present situation, particularly as re- 
gards their ability to meet the increased cost of railway 
fuel. 

“Since the outbreak of the war carriers and shippers 
alike have with praiseworthy alacrity co-operated to im- 
prove the efficiency of our transportation system. The 
results have been marked; but there is room for still 
further elimination of waste and increase of efficiency. 
On the other hand, there have been many misleading state- 
ments and publications with respect to the financial con- 
dition of the carriers, particularly in the eastern district. 
The exact situation should, in our opinion, be at once dis- 
closed before the Commission and to the public. 

“The Commission will therefore set down for further 
hearing the fifteen per cent case, so far as carriers in the 
eastern district are concerned, on November 5, at 10 
o’clock in Washington, D. C. 

“Other parties to this proceeding are being advised 
accordingly.” 

The Letter Analyzed 

Every line of the letter is of significance to those who 
have kept in intimate touch with the affairs of the Com- 
mission. To them it means that the regulating body in- 
tends to keep such a hold on the subject that, no matter 
how either carriers or shippers may try, neither class will 
be able to place the Commission on the defensive—that 
is to say, neither will be able to make a propaganda tend- 
ing to show the public that the Commission is composed 
of incompetents or wilful persons indifferent to the vital 
interests of the country, as indicated by its grant or re- 
fusal to grant an advance on rates. 

The letter is taken to indicate that the Commission is 
determined to make the rules that will have to be fol- 
lowed by both railroads and shippers in testing the con- 
tention of the carriers that they have been so neglected 
by the body that has almost the power of life or death 
over them that they are nearly dead, and the contention 
of the shippers that it has already allowed such great ad- 
vances that many lines of business are languiShing, and 
some actually dying. It is taken further to mean that 
the Commission is not going to remain silent when there 
is reason to believe that either shippers or carriers are 
carrying on a campaign tending to show that it is so 
handling the affairs committed to its keeping as to damage 
the interests of the country. It is taken still further to 
mean that it is not going to allow one side or the other to 
maneuver a case before it so as to have it come on for hear- 
ing at that might be termed the psychological moment, 
when conditions would be favorable to the exertion of 
hysterical pressure to force the commissioners into a deci- 
sion that might not have been made except as the result 
of pressure. 

It is notorious that ever since the beginning of the five 
per cent case, both carriers and shippers have done every- 
thing possible to have big advanced rate cases tried in 
the newspapers by means of colorful statements as to 
what was said by witnesses before the Commission, or as 
to the significance of facts correctly enough stated, but 
set forth in such a way as to give the public an erroneous 
impression. 
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The Commission is about the only governmental body 
that is not provided with a corps of press agents, the 
chief, if not the only, duty of the members of which is 
to prepare bulletins for the newspapers that will give the 
public an idea as to what the particular body is doing. 
The Commission’s attitude has been that its reports speak 
for themselves. They do—to a limited number. 

The letter to Mr. Patterson, it will probably strike the 
reader, is argumentative. Were it possible to discover all 
that is in the minds of commissioners, it probably would 
be found that the censorious interview given out by Presi- 
dent Rea of the Pennsylvania, the night the Commission’s 
fifteen per cent decision was made, had a great deal to do 
with the character of the communication addressed to Mr. 
Patterson, general solicitor for the company of which Mr. 
Rea is president. In that interview Mr. Rea discussed the 
decision as if it were a denial of any relief. As a matter 
of fact it gave the eastern carriers something like $60,- 
000,000. The gifts to all the railroads, bestowed by that 
decision and the cases intimately connected with it, 
amounted to between $90,000,000 and $110,000,000, the esti- 
mates being based on the tonnage for the latter part of 
1916 and the first four months of 1917. 

It would have been possible to have notified Mr. Patter- 
son that, in the opinion of the Commission, the best in- 
terests of the carriers would be served by holding a con- 
ference November 5 for a preliminary showing as to the 
financial condition of the carriers. But the Commission 
was not content to use such a dry as dust form. It went 
to the trouble of telling Mr. Patterson, and the whole 
country for that matter, that the “Commission is em- 
phatically of the opinion that the evidence necessary to 
establish the full truth should be presented, without delay, 
in order that the carriers may be maintained in a position 
to do their full war duty.” It went to the trouble of tell- 
ing Mr. Patterson that, if, as suggested in his remarks of 
October 17, the operating revenues do not now adequately 
cover mounting costs, the purpose stated in the Com- 
mission’s decision of June 29, that of modifying its de- 
cision if necessary, will not be attained “by adopting your 
suggestion of a hearing 60 to 90 days hence.” 

“Do it now” is the advice given the railroads. “Don’t 
delay. Show, before sunset, that the revenues leave you 
in as bad a state as has been intimated, so that the Com- 
mission may carry out its promise of June 29, that if the 
fears of the carriers about their condition were realized or 
their realization is imminent, we shall be ready to meet 
that situation by such modification or amplification of the 
conclusions and orders herein reached and entered as are 
shown to be justified.” 

The letter in effect tells Mr. Patterson that the gist of 
“your suggestion of October 17 is that the situation re- 
ferred to in the quotation promising modification has 
arisen, yet you ask us to postpone hearings set for No- 
vember to some indefinite day in January or February. We 
don’t think that is the way to go about it. We suggest 
that you do it now.” It also tells him about the good 
work that has been done by the railroads and the shippers 
since the war began and then remarks that while that is 
the fact, “there have been many misleading statements and 
publications with respect to the financial condition of the 
carriers, particularly in the eastern district. The exact 
situation should, in our opinion, be at once disclosed before 
the Commission and to the public,” instead of holding it 
back for sixty or ninety days, during which time more 
misleading statements might gain currency. 

The letter makes no mention of Mr. Patterson’s formal 
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request for the postponement of the hearings in the vari. 
ous I. and S. cases constituting the so-called supplementa] 
fifteen per cent case. It does not purport to be an answer 
to the representations made on October 17. It is nerely 
a suggestion that Mr. Patterson’s way is not a good one 
for dealing with a situation which the Commission, in jts 
fifteen per cent report, indicated it knew might arise. 

It assumes the accuracy of all the suggestions about bad 
financial situation, but suggests that delaying the pres. 
entation of facts to show the situation to be bad, for sixty 
or ninety days is not an efficient way of handling the mat. 
ter, especially the situation respecting New England roads 
and their fuel necessities. 

After the hearing on November 5 the Commission may 
be in a position to pass on the suggestion for a postpone- 
ment of the hearings set down for later days in November 
on the question as to whether there is need for another 
advance in rates. 

Railroad Disagreement 

An apparent disagreement among the railroads in Official 
Classification territory was put before the Commission a 
few hours before Secretary McGinty dispatched the let- 
ter to Mr. Patterson. The Central Freight Association 
lines asked the Commission to vacate the suspension or- 
ders in the cases the hearings on which Mr. Patterson 
desired to have postponed. The tariffs involved are those 
the railroads filed, claiming that the Commission, in its 
fifteen per cent and Central Freight Association class 
scale decisions fully justified because they bring the rates 
on articles moving either under classification exceptions 
or commodity tariffs using class figures in such a publica- 
tion for mere convenience, up to the figures in the new 
class tariffs. Such, for instance, as petroleum and its 
products, iron and steel articles, chemicals, acids and so 
forth. 

Clifford Thorne, as attorney for western oil jobbers, 
opposing the proposed vacation, said he could join in the 
request made a few days before, that the oil matter re- 
ceive exceptional treatment. He did not think that vacat- 
ing the suspension order would be special treatment. He 
did not call the attention of the commissioners to the dis- 
agreement between the two sets of railroad men, either 
as to oil or to any of the other commodities involved. Mr. 
Patterson asked for a sixty-day postponement so that the 
railroads could show their necessities. E. S. Ballard, for 
the Central Freight Association lines, asked for a vacation, 
presumably right away, so that the rates might become 
effective, without any showing as to financial necessities, 
on the ground that the Commission, in its decisions, had 
approved the suspended rates. 


Form of the Hearing 

It is assumed that the further hearing in the fifteen 
per cent case set for November 5, will be before the whole 
Commission. It is not an argument. Therefore, tech- 
nically speaking, it will not be a matter under the charge 
of Division No. 2, which, according to the rotation system 
adopted when the Commission reorganized itself, will hear 
arguments in all cases set for discussion in November 
Division No. 2 is composed of Commisisoners Daniels, 
Clark and Woolley. 

After the “further hearing” on that day, if it is decided 
that the case shall be set down for the taking of more 
testimony, it is assumed, it will be assigned to a division 
in accordance with the rule disposing of cases. The rule 
is that cases involving certain procedures shall be xziven 
to certain divisions. It may be that this reopened case 
will be called a fifteenth section proceeding. In that 
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event it will go, for administrative purposes, at least, to 
Division No. 2, because to that body has.been given charge 
of the disposition of “applications and requests for sus- 
pension under the fifteenth section; of applications under 
the fourth and sixth sections.” 

The matter, however, is not really important. The Com- 
mission, in its order reserved to itself the right to “bring 
before it any such case or question so allotted or assigned.” 
That it to say, while it assigned a lot of cases that are to be 
argued between now and January 1, and provided for 
assignment by lot, monthly thereafter, it said that all such 
assignments or allotments should be subject to its power 
to recall any or all for consideration or handling by the 
whole body. 

In a broad way of speaking, the so-called hearing on 
November 5 will be a grand jury inquiry to find out 
whether something has happened, rather than a petit jury 
proceeding to determine what has happened and what 
should be the punishment or remedy to be applied. The 
railroads, through George Stuart Patterson, intimated that 
they are in a bad way and that they have a firm convic- 
tion that they will be much worse off ere long. Then 
they suggested that in sixty days they will have tariffs 
ready showing the Commission what should be done in 
the way of calling on the public for greater contributions 
for their support. 

The Commission told Mr. Patterson that it is emphat- 
ically of the opinion that that is not the way to go about 
treating an evil situation, as to which the railroads profess 
to know but as to which the Commission has no facts 
other than the figures showing the results of operations 
in August. 

At the hearing that brought forth the counter suggestion 
by the Commission, Clifford Thorne, in behalf of shippers 
represented by the Shippers’ Conference, asked only two 
things, namely, time to analyze figures submitted by the 
railroads, and time for the collection of special reports 
which they would ask the Commission to require of the 
railroads. Bluntly, it is believed, that means that Thorne 
intends to challenge the worth of the figures he thinks 
the railroads will submit to support their contention that 
the public should give them more money, and that if the 
Commission will call for the special reports he has in 
mind, the Commission will be convinced _ are not in the 
bad way they intimate. 

The fifteenth section procedure order entered under 
date of October 20, and promulgated on October 24, the 
Commission October 25 advised Mr. Patterson, is not to 
be understood as precluding a speedier procedure than 
that therein prescribed. The information was contained 
ina note sent to Mr. Patterson by Secretary McGinty, as 
follows: 

“To obviate possible misapprehension I am authorized 
by the Commission to say that the fifteenth section order 
entered October 20, we served to-day, is not to be under- 
stood as precluding application for or adoption of a speedier 
procedure in respect of the increased rates on commodities 
sought by eastern carriers, and set for hearing November 
4, in Ex Parte 57, the fifteen per cent case.” 


FIFTEEN PER CENT TARIFFS SUSPENDED. 
The Commission, under date of October 18, promulgated 


an order on October 24, in Ex Parte No. 57 (fifteen per 
cent case) further suspending uncanceled tariffs filed to 
make u» that case, from October 28 to April 28. The 
order is a routine, formal affair, made necessary by the 
fact tha: the machinery of the tariff agents and tariff 
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officials of the individual railroads has not kept up with 
the mass of detail arising in connection with that sup- 
posedly simplified way of handling a general advanced 
rate case. The order is to apply to all tariffs not can- 
celed on or before October 27, in accordance with the 
permission and order issued in connection with the Com- 
mission’s report in the fifteen per cent case. 


RAILWAY REVENUES 


The Trafic World Washington Bureau. 

Complete returns for the class I roads, except one, as 
to the result of operations in August, 1917, were promul- 
gated by’ the Commission October 23. The mileage of 
the reporting roads is 230,812.53, as compared with 230,- 
414.18, for the corresponding roads in August, 1916. 

The net revenue decreased for the country as a whole 
and for the eastern and western districts. The southern 
showed an increase of more than a million. The railway 
operating income followed the same general curve, a 
small decrease in the country as a whole and in each of 
the districts. 

For the country as a whole the operating revenue in- 
creased from $326,950,719 to $365,055,298; expenses from 
$203,307,968 to $246,128,383; net decreased from $123,642,- 
751 to $118,926,915; railway operating income decreased 
from $109,869,815 to $101,884,981; the net revenue per 
mile decreased from $537 to $515, and the income per mile 
from $477 to $441. 

For the eastern district the operating rose from $148,- 
201,682 to $167,325,547; expenses from $95,103,342 to $117,- 
068,969; net decreased from $53,098,340 to $50,256,578; 
railway operating income from $47,733,296 to $44,148,593; 
net revenue. per mile from $897 to $852, and the income 
per mile from $806 to $748. 

In the southern district the operating revenue increased 
from $43,914,590 to $52,214,155; expenses from $28,850,049 
to $36,066,748; net increased from $15,066,541 to $16,147,- 
407; operating income decreased from $13,209,883 to $13,- 
110,281; net per mile increased from $353 to $378; railway 
income per mile decreased from $310 to $307. 

In the western district the operating revenue rose from 
$134,834,447 to $145,515,596; expenses from $79,354,577 to 
$92,992,666; net decreased from $55,479,870 to $52,522,930; 
operating income decreased from $48,926,678 to $44,626,107; 
net per mile decreased from $422 to $407, and income per 
mile from $381 to $346. 

For the eight months of the year the operating revenue 
for the country as a whole increased from $2,325,578,590 
to $2,610,242,488; expenses from $1,544,709,373 to $1,836,- 
880,123; net decreased from $780,869,217 to $773,362,366; 
income from $677,583,609 to $648,836,375; net per mile 
from $3,393 to $3,350; income from $2,944 to $2,811. 

In the eastern district the operating revenue increased 
from $1,073,559,264 to $1,179,770,720; expenses from $726,- 
947,399 to $878,484,472; net decreased from $346,611,865 
to $304,286,248; income from $304,750,764 to $256,212,320; 
net per mile from $5,856 to $5,140, and income per mile 
from $5,148 to $4,328. 

In the southern district the operating revenue increased 
from $336,217,799 to $388,817,240; expenses from $222,405,- 
190 to $266,043,956; net from $115,812,609 to $122,773,284; 
income from $99,196,852 to $102,907,294; net per mile from 
$2,673 to $2,871; income from $2,330 to $2,406. 

In’ the western district the operating revenue increased 
from $915,801,527 to $1,041,654,528; expenses from $595,- 
366,784 to $695,351,695; net from $320,444,738 to $346,- 
302,833; income from $273,655,992 to $289,716,761; net per 
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mile from $2,496* to $2,687, and income per mile from 
$2,137 to $2,248 per mile. 
Jean Paul Muller’s Conclusion 

Jean Paul Muller, in the October issue of the Bankers 
Railway Bulletin, New Series, No. 2, which covers the 
August returns of the railways having operating revenues 
in excess of $1,000,000 per annum, draws the following 
conclusions: 


First, that the rate of return on investment in railway prop- 
erty owned and leased by these roads, which represent over 
95 per cent of the mileage in the United States, was again 
rar} in August, 1917 (7.52) than it was in August, 1916 
«.56). 

Second, that the annual rate of return for the eight months, 
January 1 to August 31 of 1917 (5.76) was lower than for the 
corresponding eight months of 1916 (6.91). 

Third, that the annual rate of return, while for the eight 
months substantially below last year, the banner year in rail- 
road history, is still in excess, however, of the average for 
the seventeen previous fiscal years ending June 30, 1900 to 
1916, which was 5.51 per cent. 

Fourth, that considered sectionally, the east again records a 
decided falling off, the south is about holding its own, and the 
west is also falling off though not as heavily as the east. 


Analysis by Railway Bureau 

An analysis by the Bureau of Railway Economics says: 

“The net operating income of the railways of the United 
States for July, 1917, was less than July, 1916, by $3 per 
mile, or 0.7 per cent. 

“Total operating revenues, $348,437,306, exceeded those 
for July, 1916, by $45,205,299. Operating expenses, $237,- 
821,305, were greater by $42,216,035; net operating reve- 
nue, $110,616,001, increased $2,989,264; taxes, $16,286,382, 
increased by $3,386,523; net operating income was $94,- 
291,180, which is a decrease of $392,818. 

“If spread over the mileage represented, operating reve- 
nues averaged $1,507 per mile, an increase over July, 1916, 
of 14.6 per cent; operating expenses per mile, $1,029, were 
greater by 21.3 per cent; net operating revenue per mile, 
$478, shows an increase of 2.5 per cent; while net oper- 
ating income per mile, $408, decreased 0.7 per cent. Taxes 
per mile rose 25.9 per cent. 

“This summary covers 231,174 miles of operated line, 
or about ninety per cent of the steam railway mileage of 
the United States. 

“For the eastern railways, operating revenues per mile 
were greater than those for July, 1916, by 14 per cent; 
operating expenses rose 23.4 per cent; net operating reve- 
nue decreased 3.5 per cent; taxes increased 20.2 per cent; 
operating income per mile decreased 6.3 per cent. 

“For the railways of the southern district, operating 
revenues per mile exceeded those for July, 1916, by 24 
per cent; operating expenses rose 26.2 per cent; net op- 
erating revenue increased 19.1 per cent; taxes increased 
47.6 per cent; operating income per mile increased 14 per 
cent. 

“For the western railways, operating revenues per mile 
exceeded those for July, 1916, by 12.5 per cent; operating 
expenses rose 17.3 per cent; net operating revenue in- 
creased 4.7 per cent; taxes increased 24.5 per cent; op- 
erating income per mile increased 1.9 per cent. 

“The seven months of the current calendar year, com- 
pared with the corresponding period of the preceding 
year, show changes per mile of line as follows: Oper- 
ating revenues increased 12 per cent; operating expenses 
increased 18.2 per cent; net operating revenue decreased 
0.8 per cent; taxes increased 17.7 per cent, while oper- 
ating income decreased 3.6 per cent. 

“Operating income per mile decreased 17.6 per cent in 
the East, increased 3.9 per cent in the South, and in- 
creased 9.5 per cent in the West. 

“July net operating income per mile was 0.7 per cent 
less in 1917 than in 1916, 23.8 per cent greater than in 
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1915, 40.2 per cent greater than in 1914, and 36.7 jer cep; 
greater than in-1913.” 
Returns for July 

Complete returns for the large railroads for Ju'y, pyp. 
lished by the Commission, show an increase in tiie oper. 
ating revenue for the country as a whole from $303,232.07 
to $348,437,306; expenses from $195,605,276 to $237,821,305- 
increase in the net from $17,626,757 to $110.616,001: 
decrease in the railway operating income from $91,683,993 
to $94,291,180, and an increase in the operating ratip 
from 64.51 to 68.25 per cent. 

In the eastern district the revenue increased from $14). 
989,740 to $160,497,994; expenses from $91,868,674 io $113. 
151,210; net fell from $49,121,071 to $47,346,784, and op. 
erating income from $43,868,796 to $41,050,646; there was 
an increase in the operating ratio from 65.16 to 70.50 per 
cent. 


In the southern district the operating revénue increased’ 


from $39,769,886 to $49,441,608; expenses from $27,748,470 
to $35,093,448; net from $12,021,416 to $14,348,160; oper. 
ating income from $10,206,932 to $11,666,462; and oper. 
ating ratio from 69.77 to 70.93 per cent. 

In the western district the revenue rose from $122, 
472,376 to $138,497,704; expenses from $75,988,126 to $89. 
576,647; net from $46,424,250 to $48,921,057; operating in- 
come from $40,607,270 to $41,574,073; and the operating 
ratio from 62.05 to 64.66 per cent. 

For the seven months period ended with July, the op- 
erating revenue for the entire. country rose from $2,000, 
285,169 to $2,246,737,253; expenses from $1,342,700,825 to 
$1,592,117,242; net fell from $657,524,344 to $654,620,011; 
and operating income from $567,980,167 to $549,042,222; 
and the operating ratio rose from 67.13 to 70.86 per cent. 

In the eastern district the operating revenue increased 
from $926,314,234 to $1,013,311,169; expenses from $632- 
491,874 to $759,077,379; net fell from $293,822,360 to $254; 
233,790; operating income fell from $257,256,798 to $212- 
216,765; and the operating ratio increased from 68.22 to 
74.91 per cent. 

In the southern district the revenue increased from $292; 
303,209 to $336,603,025; expenses from $193,555,141 to $239; 
977,208; net from $98,748,066 to $106,625,877; operating 
income from $83,986,969 to $89,797,013; and the operating 
ratio from 66.22 to 68.32 per cent. 

In the western district the operating revenue increased 
from $781,667,726 to $896,822,999; expenses from $516; 
653,810 to $603,062,655; net from $265,013,916 to $293,760, 
344; operating income from $224,736,340 to $247,028,444: 
and the operating ratio increased from 66.10 to 67.24 per 
cent. 


CONFERENCE ON TARIFFS 


The Traffic World Washington Bureat. 

An unusual conference took place in the Commission's 
hearing room the afternoon of October 22. Representé 
tives of C. F. A. railroads and attorneys and traffic mal 
agers for shippers appeared before the Commission, at the 
request of the carriers, to discuss the bearing of the fif- 
teen per cent case decision on the tariffs suspended in 
the various cases going to make up the supplemental 
fifteen per cent case, particularly the oil tariffs. 

The railroad men, represented by E. S. Balla: ‘d, con 
tended that the Commission’s decisions in the ©. F. 4 
class scale and the fifteen per cent cases were ayprovals 
of the rates carried in the tariffs under suspens:on and 
that because the Commission had suspended th+ tariffs, 
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especially those relating to petroleum, discriminatory sit- 
uations prevail throughout C. F. A. The oil men were 
represented by Clifford Thorne and C. D. Chamberlin as 
attorneys, and W. E. MacEwen and F. W. Boltz, traffic 
men, as persons acquainted with traffic and tonnage facts. 
They could not be heard as witnesses because the Com- 
mission, in calling the conferences, said no testimony 
would be taken. It was neither an argument nor a hearing. 

Having a conviction that the Commission’s decisions in 
the C. F. A. and fifteen per cent cases authorize them to 
make the suspended petroleum rates, the railroads said 
that the discriminatory situations can be cured by lifting 
the suspension order in No. 1132 and allowing the tariffs 
to become effective. 


“The issue in this case,” said Mr. Thorne, “is whether 
this Commission is to remove a discriminatory situation 
that affects five or ten per cent of the tonnage by allow- 
ing the rates on the ninety or ninety-five per cent of the 
tonnage to be increased, or whether it will allow the rail- 
roads that are carrying the small tonnage at higher rates 
to remove it by reducing their rates to the level of the 
rates other railroads are receiving. They are willing to 
do that, as the letters and telegrams from the Wabash, 
Cloverleaf, Lake Erie & Western, and the Minneapolis & 
St. Louis indicate.” 

The whole question under consideration arose over the 
fact that some.railroads published rates on oil as excep- 
tions to classification ratings, while others published them 
as specific commodity rates, the basis being ninety per 
cent of fifth class. Under various interpretations, elucida- 
tions, rulings, or whatever they may be called, of the 
cC. F. A. and fiffeen per cent case, the railroads claim 
all oil rates should be ninety per cent of the new fifth 
class C. F. A. scale, plus fifteen per cent, on account of 
the decision in the larger case. The questions were con- 


‘sidered by the old suspension board, now known as the 


fifteenth section board, and the Commission suspended the 
tariffs. 

Identically the same arguments and facts used in pre- 
senting the question to the board were presented to the 
Commission, by the shippers especially. The railroad 
position was more clearly stated to the commissioners 
than to the board members. In the essentials, however, 
there was no difference. The board’s conference, however, 
resulted in no record, while the conference with the Com- 
mission resulted in a stenographic record. 

The fundamental facts herein set forth were given to 
the Commission by Mr. Ballard, Vice-President Maxwell of 
the Wabash, James Webster of the New York Central and 
C. G. Brister of the Big Four. 

While Mr. Ballard emphatically declared that the de- 
cisions in the two cases warrant the rates carried in the 
Suspended tariffs, Mr. Thorne, with equal emphasis, quot- 
ing from the interpretations or elucidations, was equally 
convinced that the Commission had ruled that the pro- 
posed rates were not warranted. He recounted the vari- 
ous decisions and rulings by the Commission to show that 
the carriers had been denied, not once but thrice, or even 
More times, and yet, he said, they are back again asking 
for more. F 

“This looks like rubbing it in,” said Mr. Thorne. “When 
4 com;lainant loses a case before the ‘Commission he al- 
lows » decent length of time to elapse before coming 
again. Not so, however, these carriers. They lost on 


June 2), July 10, July 20, and then drew a suspension, but 
here they are again, asking for what the Commission said 
they wre not entitled to receive. 
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“The men of the oil industry agree to the request made 
by the eastern railroads on October 17, that the oil tar- 
iffs shall be given a separate hearing, as a special matter, 
and I hope that this Commission will give the industry 
its day in court, on the tariffs that are suspended.” 

Mr. Ballard said there is no more difference between 
the oil rates published as classification exceptions and 
those published‘as commodity rates than between rates 
published in purple and in black ink, the difference being 
in form and not in substance. 

Only fifteen minutes was devoted to commodities other 
than petroleum. Mr. Webster explained that, owing to 
the difference in the form of publishing rates on iron and 
steel articles, chemicals, and a few other commodities, 
rates on chemicals from Detroit went up on some lines 
out of Detroit and remained down on others. From Paines- 
ville, O., none went up because all were specific com- 
modity rates. 

A. E. Singleton asked if the iron and steel adjustment 
from southern Ohio was involved. Mr. Ballard assured 
him that it was not, so he had nothing to say for his 
client, the Whitaker-Glessner Company of Portsmouth, O. 


—_ 


ADVANCED RATE PROCEDURE 


The Trafic World Washington Bureau. 
The Commission October 24 made permanent, with 
two changes, its tentative order in regard to advanced 
rate procedure under the amended fifteenth section of the 
act. To the paragraph providing that applications 
for permission to file tariffs bearing advanced rates must 
show the rates, etc., which it is proposed’to increase, how 
the changes are to be made, and the proposed rates, with 
reasons urged by carriers in justification for them, the 
following is added: 
“If it is proposed to increase a large number of rates, 
fares, etc., by a uniform specific amount or percentage the 


_ application, instead of showing each specific change, may 


show the present and proposed rates, fares, etc., between 
typical points and state the amount or per cent of the 
proposed uniform increase.” 
The second change is an added paragraph saying: 
“State here what steps have been taken to bring this 
application to the attention of interested shippers and 
receivers.” 


The Commission’s order prescribing the advanced rate 
procedure under the fifteenth section is to be known as 
Fifteenth Section Order No. 1. It is as follows: 


On Aug. 9, 1917, the following amendment to section 15 
of the act to regulate commerce was approved: 


Provided further, until January 1, 1920, no increased rate, 
fare, charge, or classification shall be filed except after ap- 
proval thereof has been secured from the Commission. Such 
approval may, in the discretion of the Commission, be given 
without formal hearing, and in such case shall not affect any 
subsequent proceeding relative to such rate, fare, charge or 
classification. 


This means that the approval of a proposed increased 
rate, fare, charge, or classification must be secured before 
the tariff containing it is filed with the Commission by 
the carrier. 

Requests for such approval must be made by applica- 
tions to the Commission to the effect and in the form 
hereinafter set forth. 

Such applications must show the rates, fares, charges 
and classifications which it is proposed to increase, in- 
cluding rules or regulations affecting charges, as well as 
the nature and extent of the increase, the way in which — 
it is to be effected, and the proposed rates, fares, charges, 
classifications, rules, and regulations of which approval 
is sought, and must also contain a ‘complete and accurate 
statement of the reasons advanced by carriers in justifi- 
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cation of the increases sought to be established. If the 
application embraces a number of increases, they may 
be shown in an exhibit attached to and specially des- 
ignated in the application. This may be done by using 
a copy of the effective tariff and showing thereon in red 
ink the proposed increases, or by using a proof copy of 
the proposed issue and inserting thereon in red ink the 
existing rate, fare, etc., or by showing both the existing 
and proposed rates, fares, etc., in a memorandum, either 
typewritten or manuscript, attached to the application as 
an exhibit. If it is proposed to increase a large number 
of rates, fares, etc., by a uniform specific amount or per- 
centage, the application, instead of showing each specific 
change, may show the present and proposed rates, fares, 
etc., between typical points and state the amount or per 
cent of the proposed uniform increase. 

If the existing rates, fares, etc., are under investigation 
in suspension proceedings, or under attack in any formal 
proceding pending before the Commission, or if the pro- 
posed, rates, fares, etc., are predicated upon the Commis- 
sion’s findings in any adjudicated proceeding, applications 
should so indicate by proper reference to the docket num- 
bers of such cases. If the existing rates, fares, etc., are 
protected by any pending fourth section application, or if 
the proposed rates, fares, etc., bear a relationship to any 
pending fifteenth section application, reference must be 
made thereto. 

If the Commission declines to approve an application 
and the carrier presents a new application based upon 
new facts in justification of the proposed increases, such 
modified application should specifically refer to the pre- 
vious application and order number declining the same. 

Whenever it is thought that maps would be helpful in 
presenting the rate situation they may be employed for 
purposes of illustration, be designated as exhibits, and be 
attached to the application. 

If the increases sought to be established bear a rela- 
tionship to the rates, fares, etc., of another carrier or 
carriers, or to and from other points or localities, or if they 
bear an established relationship to rates on other com- 
modity or commodities, or if increases are proposed for 
the purpose of removing discriminations or fourth section 
violations, applications should state the fact and definitely 
explain such relationship or fact. 

In instances where the Commission has in formal pro- 
ceedings approved specific rates, fares, charges, or classi- 
fications it is not necessary to secure further approval, 
but schedules containing such rates, fares, etc., should 
specifically refer to the authority therefor in the manner 
required by Tariff Circulars No. 18-A and No. 19-A or later 


issues. 

Five copies of each application should be presented to 
the Commission, but where it requires more than 20 pages 
to set forth the increases sought to be made, it will be 
sufficient to present two copies of the exhibit referred 
to and made a part of an application. 

Each application must show the names of the carriers 
for and on behalf of which it is made, or if made on 
behalf of all carriers parties to a particular tariff or classi- 
fication, may refer by I. C. C. number to such tariff or 
classitication, and must be over the signature of an exec- 
utive officer, a responsible traffic officer, or a duly author- 
ized attorney and agent, specifying his title, and must be 
sworn to before an official qualified to administer oaths. 

The Commission expresses the view that carriers should 
consult freely with shippers who may be interested in 
proposed increases. It believes that the course now pur- 
sued by the several classification committees in that re- 
gard, following the Commission’s suggestions in the West- 
ern Classification case, 25 I. C. C., 451, has resulted in 
a better understanding between shippers and carriers, and 
that similar conferences on prospective changes in rates, 
fares, or charges will serve to reduce or remove much 
of the friction and difference of opinion hitherto existing 
between shippers and carriers. It is also thought that 
conferences between the parties will greatly simplify and 
expedite the disposition of applications by the Commission 
and will have a tendency to reduce protests and requests 
for suspension and the number of formal complaints filed 
with the Commission. 

Applications filed with the Commission should be in 
the following form: 
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(Corporate name of petiinnins carrier or carrier: 
Place an - 
To the Interstate Commerce Pn —— 
- Washington, D. C.: 

The (name of carrier), by (name of officer), its (tile of 
officer), does hereby petition the Interstate Commerce “om. 
mission, under Section 15 of the Act to regulate commerce as 
amended August 9, 1917, for authority to file the increased 
—. (or fare or charges or classifications) hereinafter set 


(State fully the rates, fares or charges which it i 2 
file, the articles or classes upon which they are A Pct he 
the points of origin and destination, or the classifi ations 
sought to be established, together with a comparative State- 
ment of the existing rates, fares, charges or classific:tions 
a Cc. C. numbers of tariffs which contain the existing rates. 
fares, etc., must be shown. When more convenient, this in. 
nen iy oe Sate > er form of an exhibit and here 

5 ‘As shown in Exhibi 
: part hereof} ibit attached to and made 

‘Our petitioner bases such request upon the following f 
which present all of the circumstances and conditions relied 
pe Nd your petitioner in justification of the request herein 


(Make a complete and accurate statement of all o e ci 
cumstances and conditions which are relied upon as Sustifying 
the application. When more convenient, this information may 
be given in an exhibit and here referred to “As stated in Ex- 
= attached to and made a part hereof.’’) 


""“(State fully ‘the relationship, if any, to other rates. far 
charges or classifications, and give specific reference . cea 
“oe to the tariffs which contain such other rates.) or 


which has been adjudicated by the Commission b , 

: é u s y docket num- 

ber and report citation, if any, or to any pending fourth section 

oS ee ie arse er per which may have any bearing 
r be in any wise related to th “4 

established.) e rates, etc., sought to be 


Title of officer 
ahsethink’ ek ooren' en." = 
Subscribed and sworn to by (name of si . 
this day of y ¢ =. signatory) before me 


ae Notary Public. 
Notice.—See pages 1 and 2 for detailed Snnteuetions. 


SHREVEPORT SITUATION 


The Trafic World Washington Bureau. 

A Shreveport situation in which Louisiana, the origi- 
nator of the Shreveport case, was held up as the shame- 
less aggressor was discussed before Commisison Division 
No. 1 at the afternoon session of October 24 by B. F. Mar- 
tin, traffic man of the Natchez Chamber of Commerce, 
A. P. Humburg, for the Yazoo & Mississippi Valley and 
allied lines, and Fred H. Wood, for the other carriers 
concerned. The complaints in which arguments were 
made are No. 8857, Natchez Chamber of Commerce Vs. 
Y. & M. V. et al.; No. 8886, Same vs. Same; No. 8860, 
Same vs. A., T. & S. F. et al.; and No. 9237, Same vs. 
A. H. T. Ry. Co. et al. 

The allegations are that by reason of the low class and 
commoditity rates made by the Louisiana commission, 
Natchez is unable to do business in adjoining territory in 
Louisiana in competition with men in like businesses at 
New Orleans and other points in Louisiana. The same 
general principles as were expounded in the Shreveport 
case, it was contended, apply in the parts of Louisiana 
adjacent to Natchez and similar orders should be issued 
by the Commission, after investigation to determine the 
reasonableness of the interstate rates established by the 
railroads. Louisiana was not represented; neither was 
Texas in the original case. 
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N. A. R. C. CONVENTION 


The Traffic World Washington Bureau. 

The report of the committee on safety of railroad opera- 
tion, of the National Association of Railway Commission- 
ers, made at the annual meeting, October 16 to 19, by 
Charles C. McChord, Interstate Commerce Commissioner, 
chairman of the committee, made three important recom- 
mendations looking toward increased safety in railroad 
operation, as follows: 

1. That the inspection of railroad tracks and track 
equipment by all the commissions having jurisdiction with 
respect thereto be continued and extended. 

9. That the use of the block system should be made 
compulsory. 

3. That steps be taken to secure uniformity of operat- 
ing rules on the railroads of the United States. 

“We believe,” the committee said, “that proper action 
on each of these recommendations will result in material 
increases in the safety of railroad operation. 

“Inspection of tracks and bridges by the state commis- 
sions has resulted in such extensive and material improve- 
ments in track conditions that the increased safety of rail- 
road operation cannot be computed or estimated.” 

The report calls attention to the fact that the N. A. R. C. 
recommended and the Interstate Commerce Commission 
has suggested to Congress the enactment of a law pro- 
viding for the compulsory use of the block system on all 
passenger carrying railroad lines. It was pointed out that 
Congress has taken no action, although bills have been 
introduced several sessions since 1903, and hence the In- 
terstate Commerce Commission is without authority to 
bring about increased use of the block system. The re- 
port urged state commissions possessing power to exer- 
cise that authority to bring about the necessary installa- 
tion. 

Federal legislation was also urged to provide uniform 
operating rules and practices of the several railroads as a 
measure to enhance the safety of their operation. 

That many railroads do not utilize the slack times of 
periods of depression as an opportunity to get equipment 
and facilities into proper condition, was stated in the re- 
port as follows: 


“The past few years in the history of railroading have 
approached the two extremes of slack business and great 
depression, on the one hand, and, on the other hand, great 
prosperity and business limited only by the capacity of 


the railroad. It is a well known fact that during periods 
of depression many railroads, even though not hard 
pressed financially, make a practice of decreasing repair 
and maintenance forces, and neglect the opportunity then 
afforded of getting equipment and facilities into proper 
condition to handle future increased business. This is 
brought forcibly to mind by the car service conditions 
which have existed the past several months, when railroad 
equipment and facilities have been taxed to their utmost; 
not only have thousands of cars been called into use upon 
which necessary repairs were not made during times of 
hormal or slack business, but also great numbers of cars 
were pressed into service which had been destined to be 
scrapped.” 
Car Service and Demurrage. 


The report of the committee on car service and demur- 
tage, Frank H. Funk, of Illinois, chairman, expressed the 
hope that through the new division of car service, estab- 
lished by the Interstate Commerce Commission as a result 
of the passage of the Esch act, the disastrous effect of 
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shortage of freight cars in various regions of the country 
may be minimized. 

“It is felt,” said the report, “that the time has come 
for regulatory bodies to give more attention to the service 
features of regulation than has been: given in the past, and 
to create and build up service departments in the regulat- 
ing bodies, at least equal in importance and standing to 
the rate department, so that expert detailed information 
will be immediately available without having to wait for 
this to be obtained after an-emergency is upon the coun- 
try. Sudden and extensive diversion of traffic, of course, 
cannot always be foreseen. However, there occasionally 
happens such diversion to meet which ordinary business 
judgment would discover in advance the necessary means. 
The need for the employment of more efficient methods 
of building up, maintaining and distributing railroad serv- 
ice has never been so forcibly demonstrated as during the 
past year.” 

In support of the above, the report quoted figures fur- 
nished by the American Railway Association, showing car 
shortage figures on the first day of each month, from 
November, 1916, to June, 1917, inclusive, as follows: 

(1916) November 1, 114,908; December 1, 107,778; 
(1917) January 1, 62,247; February 1, 109,988; March 1, 
130,082; April 1, 144,797; May 1, 148,647; June 1, 105,127.” 

The report continued: “Due to a combination of causes 
which it is not necessary to mention or discuss at this 
time, railroad service had all but collapsed in certain sec- 
tions of the country and in certain lines of trade. Trans- 
portation has been during the past year as never before 
the great factor entering into every economic problem. 
The inability of the carriers to cope with the situation has 
been in part due to an abnormal amount and unusual 
movements of business, the volume of which has been al- 
most staggering. It has been in part due to a general un- 
preparedness on the part of the carriers for such a period 
of general business activity. It has been in part due to 
obsolete and wasteful methods of service management. 
Both -the carriers and the shipping public have learned 
some lessons from it all, and it is reasonable to expect 
that out of the experiences of the past months some per- 
manent good may come. The organization of the car serv- 
ice division of the Interstate Commerce Commission is one 
move in the right direction. It is no small task that it 
gssumes and the results of its administration will be 
watched ‘with lively interest.” , 

Grain shipping is recognized as among the most impor- 
tant interests in the country, according to the report, which 
stated that this business is peculiarly dependent upon fa- 
cility, promptness and certainty of transportation. 

“Inability to get sufficient cars where needed, unfair- 
ness or discrimination in the distribution of grain cars 
may mean financial ruin to the shipper,” the report said. 
“The experience of the past year clearly demonstrates the 
necessity for the establishment of clean-cut rules relative 
to the distribution of cars for grain loading during times 
of car shortage, which shall be universally and rigidly 
enforced. The natural aversion of the carriers to the im- 
position of hard and fast rules has appeared in their op- 
position to the adoption of such regulations by the state 
commissions. Most of the carriers have preferred to be 
left to their own devices, without penalties, in the matter 
of the distribution of cars. There exists to-day no uni- 
formity of methods of distribution among them, and they 
have been satisfied and would prefer to continue under 
their own rules. 

“It is not to be charged that the carriers have knowingly 
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practiced discriminations in this matter. But the absence 
of any fixed and uniform rules and the haphazard methods 
of distribution employed by the carriers, together with the 
shipper’s ignorance of the efforts of the carriers to make a 
fair distribution, have given grounds for the belief that 
discriminations have been practiced. If all distribution 
were made according to certain definite rules known and 
understood by all shippers, the duties and obligations of 
the carriers would be clearly defined and their compli- 
ance with such rules would remove grounds of complaint 
of discrimination. Of course, if shortages are prevented, 
the necessity for distribution rules will not be so pressing. 
But we hardly dare nourish the hope that, even under the 
operation of the new division of car service, periods of 
shortage will be wholly unknown in the future. It is more 
than likely that one of the first great problems that the 
division will be called upon to solve is the formulation 
of some practical and reasonable rules covering the mat- 
ter of car distribution in times of car shortage.” 


Capitalization and Intercorporate Relations. 


The report of the committee on capitalization and inter- 
corporate relations, Alonzo R. Wood, of Massachusetts, 
chairman, strongly advocated public control of the issues 
of securities by utility companies and also a federal con- 
trol of the securities of interstate carriers. 


“Speculation and exploitation have almost invariably 
found their opportunity in freedom from any public inter- 
ference or restraint in the issues of securities,” said the 
report. “It may be that successful overcapitalization is 
not a cause but rather a result of high rates. But it 
clearly often results in a persistent clinging to high rates, 
and what is of equal perhaps even greater importance, it 
tends to interfere with proper maintenance, the making of 
needed improvements and the rendering of a satisfactory 
service. Public interest and business prudence have in 
this respect a common ground. 


“It is also true that the unrestricted issue of securities 
has added the acquisition of control of all classes of public 
utilities by small groups with little of their own money at 
stake and little or no personal interest inthe territories 
served, but with a definite and primary interest in the 
speculative and incidental gains to be made. This feature 
of railroad management has been pretty fully exposed 
within the past few years. The extent to which it has 
been carried in the control of widely scattered and physic- 
ally independent local utilities has never been as fully un- 
derstood and discussed. It is becoming every day more 
manifest that the management of public utilities of every 
class should be in the hands of directors and officers who 
have no conflicting or divided interests, and who are re- 
sponsible solely to their stockholders and to the public 
whom their companies have undertaken to serve.” 


The report stated that if public regulation is to be an 
effective and constructive force, experience shows that regu- 
lation must be administered with due regard to the se- 
curity of the investors, as well as to the customers of a 
public utility. “Control over the issues of securities has 
for its primary purpose the object of preventing the oc- 
currence of abuses.” 


“Control over the issues of securities deals with the most 
vital element in the private ownership of public utilities,” 
said the report. “Had it been adopted at the outset and 
wisely administered, resort to the alternative method of 
control over profits and prices by means of valuation would 
have been necessary in rare instances only, and some of 
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the rights now so tenaciously held, claimed and resolutely 
defended might never have been dreamed of.” 

The committee recommended legislation by Congress to 
embody the right of state commissions to sit with the In- 
terstate Commerce Commission and to participate in de- 
liberations on applications relative to the issue of securi- 
ties by carriers organized or operating in their respective 
states. 

Service, Accommodations and Claims. 


The report of the committee on railroad service, accom- 
modations and claims, C. B. Garnett of Virginia, chair- 
man, discussed several essentials of service and accom- 
modations, stating it to be prdbable that in no other 
field of regulation are utility commissions required to 
handle essential points of friction, which so directly affect 
the patrons of the carriers. Stations, waiting rooms, toilet 
facilities, bulletin boards, baggage train service, steel 
coaches and car shortage were some of the subjects 
treated. 

The report stated that-a frequent source of complaint 
in regard to stations was the neglect or refusal of carriers 
to provide facilities sufficient for the needs of a com- 
munity. That, where it is not always feasible to require 
the railroad company to establish a station served by 
a regular agent, it is possible to locate a station and pro- 
vide for its superintendence by a caretaker, was declared 
to be the solution of the question of the establishment 
of railroad stations in sparsely settled communities. The 
establishment of such service, it was stated, has frequently 
resulted in an increase in business to the carrier, justify- 
ing the establishment of a station regularly served by an 
agent. 

In the matter of building new stations, the report pointed 
out that it is not desirable at this time, in view of the 
advanced cost of labor and materials, to require the ex- 
penditure of fixed sums for new statjon buildings. Par- 
ticular attention should be given, the report said, to stand- 
ards of construction and their availability for the par- 
ticular locality. 

The report quoted at some length from a circular issued 
by the railroads’ war board in reference to the heavy re- 
quirements placed on the carriers by the demand of na- 
tional service in the war. The circular holds that the 
erection of new stations and the elimination of grade 
crossings are among non-essential improvements which 
should be deferred during this era of high prices of ma- 
terials and excessive cost of supplies and labor. 

Curtailment of train service, especially as to passenger 
service, is at the present time being urged on account 
of the necessities arising from the war; the saving of 
fuel; the conservation of man and motive power; neces- 
sity of crop and munition movement and for the abolition 
of unprofitable services, said the report, adding: 

“The various legitimate reasons for conservation have 
been eagerly seized upon by many railroad managers as 
an aid to readjustment of schedules and elimination of 
trains in unproductive territory and stress has been placed 
in many instances on necessity for reduction entirely be 
yond those justified by facts. Reductions of passenger 
service on main and branch lines should not be permitted 
unless a conclusive showing can be made and the needs 
of the public have received full investigation. 

“Conditions 48 regards the revenues of carriers during 
the years of 1914 and 1915 do not at present obtain and 
the plea of insufficient revenue from operation cannot now 
be considered as a controlling element. Applications for 
reduction of service possessing merit should, of course, be 
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entertained and be granted if the facts so justify, but 
applications for wholesale reduction of service should not 
pe entertained when’ based on generalities. Local service 
when abandoned or greatly diminished without full cause 
results in serious interference with local business condi- 
tions of communities and also usually adds materially to 
the difficulty of handling through business due to delayed 
connections and increased work to be performed by 
through trains.” 

The report added that competition for the business for 
which high-class and extra-fare trains are provided, still 
continues regardless of the expense of operation. Re- 
quests are not made for reduction in such service, although 
in some cases these high-class trains, manned by more 
employes than passengers, continue to be operated due 
to the rivalry of traffic officials and the supposed. adver- 
tising value. 

“On the other hand,” said the report, “commissions are 
deluged with requests for the elimination of local and 
branch line trains. Careful consideration of the needs 
of the public should be given each such application and 
pefore drastic suspension of local service is authorized, 
some consideration should be given to the higher classes 
of main line service, especially as to the status of so- 
called limited trains. In the war emergency, with all its 
attendant mandates for conservation of energy, fuel, man 
and motive power and in the interest of genuine efficiency 
in the handling of railroad transportation the ‘limited’ 
train should not be permitted to remain a barrier to the 
welfare of the general public and wherever such operation 
is conducted as an unproductive item of the carrier’s 
business, while other necessary trains are being requested 
discontinued, the subject should receive broad-minded and 
patriotic consideration by commissions and action be taken 
tending toward their elimination.” 


In general, the report said that the carrying of pas- 
sengers on freight trains should be discouraged and where 
a reduction of passenger train service is contemplated, 
consideration should be given to the substitution of self- 
propelled motor cars as preferable to the substitution of 
mixed trains or the carrying of passengers in freight train 
cabooses. The results of accidents investigated by state 
commissions and the Interstate Commerce Commission 
appear to furnish conclusive evidence that steel cars are 
preferable from the standpoint of safety to passengers 
and employes, it was stated: 


Contract Carriers by Rail. 


The report of the committee on express and other con- 
tract carriers by rail, J. Prince Webster of Georgia, chair- 
man, said that a loss in efficiency and in the value of the 
service provided would result, if the express business now 
being carried on by the various express companies were 
taken over and operated direct by the railroads. On this 
subject the report said: 


“This is the age of specialization; efficiency reaches its 
desired goal only through specialization of one’s efforts 
and industry. If this specialized efficiency can be sup- 
plied to the American people at reasonable and just rates, 
then we are in favor of whatever form or character of 
agency that so supplies it. What this country demands of 
its transportation facilities is that rates shall be just and 
reasonable, and that the service shall be prompt, con- 
venient, reliable and efficient. 


“We do not believe that as good service would be the 
resuit to the shipper and receiver of express traffic in this 
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country if the business was taken over and handled by the 


railroad companies direct. . 

“Especially are we confirmed in our belief, at the pres- 
ent time, due to the fact that with our country at war, it 
is no time to experiment as to which kind of service would 
be most satisfactory and efficient, so long as the present 
character of service being rendered is not such as to un- 
duly alarm us as to its breaking down.” 

The report said that inquiries and investigations tended 
to the conclusion that as a general proposition passenger 
train service is not greatly interferred with by the load- 
ing and unloading of express matter, except at such times 
of the year as when shipments are unusually large, as at 
Christmas or at Easter. 


Prouty on Valuation. 

As a proposition originating during war time, Charles 
A. Prouty, director of valuation, told the members of the 
National Association of Railway Commissioners at their 
afternoon session of October 19, that he would not favor 
valuation of the property of railroads. But as for discon- 
tinuing the work now under way, he opposed it as vig- 
orously as he knew how. It would be a throwing away 
of the millions that have already been spent. He ad- 
dressed the members after C. E. Elmquist, chairman of 
the valuation committee, presented the report reviewing 
the work of the federal Commission and commending it. 
The association voted that the work should go on and 
that a solicitor for the association, to fill the vacancy 
created by the resignation of Mr. Aitchison, should be 
appointed. Every reason that was ever urged for begin- 
ning the valuation of the property of the railroads, the 
report said, is an argument for its continuance. 

The committee said the work would proceed more rap- 
idly and more cheaply hereafter because preliminary ques- 
tions have been answered. The possibility of the gov- 
ernment taking over certain railroads for war purposes, 
often reported to be imminent, Mr. Elmquist said, is a 
reason for continuing the work that did not exist at the 
time the La Follette law was enacted. 


In his address Director Prouty said that the attacks 
on the work of the division are being made, not by the 
operating railroad men, but by the bankers and financiers 
who control the railroads. 
tion completed, he said, because it would render impos- 
sible the manipulations and speculations out of which 
some bankers and financiers have made enormous for- 
tunes. 

Mr. Prouty said there should be a valuation for the pro- 
tection of investors, so that the man asked to buy a rail- 
road bond would know the amount of the equity the rail- 
road had in the property—that is, the margin between the 
amount of the bonds and the value of the property. At 
present, he intimated, the equity is diminishing and the 
persons asked to buy bonds should know the fact. Bond 
buyers take a lower rate of return than they would have 
a right to expect if they were willing to become partners 
in the enterprise by subscribing for stock and running 
the risk of loss as well as the chance of greater returns. 

The director said he did not know how much the work 
is costing the railroads, but he suggested that it should 
not cost them any more than it is costing the government. 
The latter, he said, has already spent about $9,500,000. He 
said the cost to the railroads is probably increased by 
conferences at White Sulphur Springs, which has a fine 
golf course and an excellent cuisine. He said representa- 
tives of the division have been called to New York for 
conferences, only to find them transferred to White Sul- 
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phur Springs. The railroad men travel in private cars 
to the resorts, but the representatives of the Commission 
go there as ordinary travelers, to be confronted en route 
with menus carrying fabulous prices. Fantastic estimates 
as to costs have been given out, he said. The public, he 
suggested, will have to pay for the waste that may occur 
in doing the work, whether it is incurred by the railroads 
or the Commission. His idea is that the work will be 
done within the limit of his maximum estimate of $20,000,- 
000 and completed either late in 1920 or early the year 
thereafter. 


THE SCRAMBLE FOR SHIPS 


The Trafic World Washington Bureau. 

A world scrambling, struggling, and almost on the point 
of fighting for ships, made the task for the United States 
Shipping Board hard enough before the situation became 
so acute. The struggle with Germany on the battlefields 
of Flanders is not the only point of contact between the 
United States and the enemy. Germany is reaching for 
ships just as energetically as the United States and the 
entente allies. 

At this time the neutral ships of the world constitute 
the prize for which the United States and Germany are 
contending. Germany, of course, has little actual use 
for ships. But if she can keep them out of the hands of 
the United States and the allies her warlike plans will be 
forwarded. 

Just now the ships of Norway, Sweden and Holland are 
the ones in issue. The United States is determined to 
have the use of them, whether as owner or charterer is 
of no importance. The neutrals are playing both sides 
and a show of teeth, a rattling of sabers, has been made 
by both Holland and Sweden. The Dutch people hate the 
Germans, but they are thrifty. Also they are afraid of 
the German army which infests her frontiers. The Swedish 
government is pro-German, more markedly than that of 
Spain. Norway is opposed to any course Sweden may 
take, wherefore her tonnage, when bestowed, will go to 
the allies, unless Germany does something to prevent, as, 
for instance, inducing Sweden to become a member of 
the “Mittel Europa” alliance. 

The United States controls food and coal] and iron, all 
of which are needed by Holland. Germany also has good 
coal and iron, though not in as large quantities as the 
United States and England. Germany, however, can sup- 
ply Holland with what she can spare without a water 
haul. According to information coming to the Shipping 
Board, Germany is requiring a contract whereby the Dutch 
ship owner or builder who receives as much as a plate 
of ship steel from Germany, gives control of the ship on 
which such plates are used to Germany, during the war 
and five years thereafter, to supervise the voyages of 
such ship. In doing that she obtains a hold on the ships 
that can trade between Dutch ports and neutral ports, 
without stopping at a British, American or the port of any 
entent alliance nation. A neutral ship that stops at a 
port of the United States or of any nation that has de- 
clared war on Germany, in return for coal or other sup- 
plies furnished, must agree to make voyages for the benefit 
of the anti-German alliance. 

The Dutch shipowners are trying to persuade England 
and the United States to allow ship steel to be exported 
for the repair of Dutch ships, claiming that unless they 
do that the Dutch will become absolutely dependent upon 
Germany. The Dutch government committee has advised 
shipowners to reject the German proposals giving Germany 
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an option in case any Dutch ship is for sale, and putting 
Dutch ships under German supervision for five years after 
the war. 


That is the Dutch government’s bid for the support of 
American and British exports of steel and other things— 
a threat to deal with Germany, if they do not supply stee] 
for Dutch ships. The Germans, in their proposals, provide 
that in case of dispute it shall be tried in a German court 
at Essen, and not in a Dutch court. 


France has decided to reduce steamship service io the 
Argentine, Cuba and to New Orleans, amounting to 180, 
000 tons, in an effort to move 122,000,000 bushels of wheat 
bought in various markets. She has been asking the 
United States for ships to bring to her supplies bought 
in this country. A sugar famine in the territory north 
of Savannah and east of Pittsburgh is the result of the 
diversion, at the request of this government, of ships 
carrying sugar from Cuba. The sugar is to go to France, 
Notwithstanding that diversion, the French government 
will curtail the already diminished service so as to move 
the wheat. 

The Dutch government has flatly rejected an offer from 
this government to take over Dutch ships now in Ameri- 
can ports for use wherever this government desires. 
Among the ships in American ports is the Nieuw Amster- 
dam, a liner suitable for use in the submarine zone because 
of her speed, slow ships being almost certain victims of 
torpedoes. 

According to the Dutch minister, Holland is willing to 
make substantial concessions to prevent the commandeer- 
ing of Dutch ships by the United States. The ships in 
question have been in American ports since the middle 
of summer. Nobody has been getting the benefit that 
would flow from their use. If Holland consented to the 
United States taking them, it is believed, the pro-ally sen- 
timents of the Dutch people would be alienated, at least toa 
considerable extent, hence the use of tedious negotiations. 
If the Dutch ships can be obtained without driving the 
Dutch people to the support of a government they detest, 
they can be used in the coastwise trade of the United 
States, thereby releasing a few ships that are halfway 
suitable for voyages through the blockaded zone. 

It would, however, be a serious misuse of good ships to 
place them in the coastwise trade, which is not absolutely 
essential so long as there are railroads in operation in 
the United States, and turning the slow ships now in 
that service into the submarine zone. 

Dispatching of American soldiers to France has made 
a drain on shipping that has caused some criticism in 
England, where the thought, when the United States 
entered the war, was and still is, that America’s most 
effective contribution would be the buying and sending 
of supplies, rather than immediate participation on the 
firing line. Immediately after our declaration of a state 
of war Arthur J. Balfour and the other members of the 
British war commission advised the sending of supplies 
and the raising of money by means of bond sales. General 
Joffre advised the sending of men and the French idea 
won out. 

The thought now is that there shall be an international 
committee, with power to act, to pass upon practically 
all questions, on the assumption that a thing that may 
be proposed is a thing desirable to be done, if the ships 
needed for its doing can be procured. Frankly, the sug- 
gestion for such a committee amounts to a contention that 
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plans already made by ardent militarists cannot be car- 
ried out unless some way is found for producing more 
ships to ply the submarine zone. 

The Shipping Board is devoting its attention to the 
construction of ten and eleven knot ships of about 8,500 
tons, because that was the kind it was thought could be 
most efficiently operated to break the blockade. Soon, 
however, an effort will be made to build 10,000 and 12,000 
ton ships of sixteen or more knots simply because the 
slower ships are almost sure victims of the submarine. 
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Building slow ships, it. is coming to be regarded as cer- 
tain, means nothing more than a larger number of ships 
to be destroyed, thereby contributing to the shortage, not 
only of ships, but of the vitally essential things they carry. 
The ordinary cargo carrier, the tramp, so-called, has fallen 
an easy victim to the U-boats, while the larger and swifter 
ships have been able to escape more often than the tor- 
pedoes have found their mark. Full speed ahead is now 
regarded as the best safeguard against torpedoes, pro- 
vided the ship is faster than the underwater boat. 


x 7 
Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, Published by West Publishing Co., St. Paul, Mina.: 
Copyright, 1917, by West Publishing Co.) 
s a 


Damage to Cargo: 

(Dis. Ct., D., Mass.) To entitle a shipowner to the 
exemption from liability for damage to cargo resulting 
from faults or errors in navigation or management of 
the vessel, given by Harter act Feb. 13, 1893, he has the 
burden of proving affirmatively that the vessel was sea- 
worthy at the beginning of the voyage, or that due dili- 
gence had been used to make her so.—The Governor 
Powers, 243 Fed. Rep. 961. 

Where cargo received in good condition and to be de- 
livered in like good condition, dangers of the sea ex- 
cepted, is damaged on the voyage, the burden is on the 
carrier to show by clear evidence that the damage was 
within the exception, and proof that it was caused by 
seawater is not alone sufficient.—Id. 

Whether damage to a cargo was caused by a peril of 
the sea, within the exception in the bills of lading, is a 
question of fact, to be determined upon the circumstances 
of each case, and depending upon whether a seaworthy 
ship, properly trimmed and with the cargo properly stowed, 
would ordinarily go through such seas without material 
injury to its cargo.—Id. 

Delay in Unloading: 

(Dis. Ct., W. D., New York.) While the charterer of a 
vessel, even in the absence of an express agreement to 
unload with reasonable dispatch, impliedly agrees that the 
freight shall be unloaded without unreasonable delay and 
in conformity to the custom and usage of the port, yet, 


. 








where the charter party or bill of lading or contract of 
affreightment makes no specific allowance for demurrage, 
or for any number of lay days for unloading, and specifies 
no definite time of discharge, the question whether the 
vessel was unloaded without unreasonable delay depends 
on the surrounding circumstances.—Acme Transit Co. vs. 


133,000 Bushels of Wheat, 243 Fed. Rep. 970. 


The owners of a vessel, who suffered great loss from 
delay in unloading a cargo of wheat shipped at nearly the 
close of the navigation season, must be deemed to have 
assumed the risks incident to transportation at that sea- 
son, when there was an emergency demand for wheat and 
the port of destination was overcrowded.—Id. 

Where a vessel was chartered for the transportation of 
wheat, and the charter party fixed no time for unloading 
and provided no lay days, the owner of the vessel cannot, 
by libeling fhe wheat, recover damages occasioned by 
delay in unloading the vessel on the theory that the char- 


terer had a right of action over against a railroad com- . 


pany whose negligence in: furnishing cars caused the’ de- 
lay.—Id. q 
Liability for Loss: " &, 

(Cir. Ct. of Appeals, Sec., Cir.) A vessel owes the duty 
of reasonable care for the prtservation of a-wireless ap- 
paratus owned by a telegraph company but placed on the 
vessel under a contract with the owner for its service, and 
if it is lost through the affirmatively proved fault of the 
vessel or her owner, both are liable therefor.—lId. 


e 
Lo d D ge Decisi 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1917, by West Publishing Co.) 
© 


LOSS OF OR INJURY TO GOODS. 
Proximate Cause: 

(Sup. Ct. of North Carolina.) That the negligence of 
a carrier concurred in causing the loss of goods may 
impor: liability, though an act of God be also a contribu- 
tory cause.—Tuthill vs. Norfolk & S. R. Co., 93 S. E. Rep. 
446. 





Where, in an action for the loss of goods while in a 
carrier’s .warehouse, it offered evidence tending to show 
that the goods and warehouse were destroyed by a storm of 
such unusual violence and proportions as to amount to an 
act of God, relieving it from liability, and there was noth- 
ing to controvert this testimony, a verdict for plaintiff 
was properly set aside.—Id. 
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Filing Claim: 

(Sup. Ct. of N. C.) In a suit to recover for the 
loss of goods before plaintiff can prevail he must show 
that in compliance with the contract he filed a written 
claim with defendant’s agent at the point of delivery 
or origin within four months after a reasonable time for 
delivery had expired.—Smith vs. Seaboard Air Line Ry. 
Co., 93 S. E. Rep. 469. 

Limited Liability: 

(Sup. Ct. of Iowa.) Under interstate commerce act, with 
the Carmack amendment, as amended by act June 29, 
1906, an interstate shipment being made at a rate based 
on the value of the goods not exceeding a certain amount, 
to which amount the contract, approved by the Interstate 
Commerce Commission, limits the carrier’s liability, if a 
greater value is not declared and a higher alternative 
rate paid, this is the limit of liability for their loss while 
being carried, though the carrier had converted them by 
intrusting their carriage to another.—T. Richter & Sons 
vs. American Express Co. et al., 164 N. W. Rep. 228. 


WAR TRANSPORTATION TAX 


The Traffic World Washington Bureau. 

An interpretation of section 500 of the war revenue law 
that becomes effective on November 1, has been issued 
by the standing committee on corporate, fiscal, and gen- 
eral accounts of the Association of American Railway Ac- 
counting Officers, of which A. H. Plant, comptroller of the 
Southern Railway, is chairman. He is chairman also of 
the sub-committee on war tax. Mr. Plant, being the most 
favorably situated general accounting officer, long before 
the war revenue bill became a law, began a study of its 
provisions. As to how the committee reached its con- 
clusions as to the meaning of the law that places a tax 
of three per cent on all freight bills, eight per cent on 
passenger fares and divers other imposts on users of 
common carrier facilities, may best be inferred from the 
letter, signed by Mr. Plant, transmitting the committee’s 
conclusions to the members of the association. The letter 
of transmittal is accompanied by a copy of the instruc- 
tions issued to officers, agents and conductors of the 
various companies constituting the ‘Southern system. The 


letter of transmittal is as follows: 


An informal conference was held by your sub-committee and 
others with representatives of the Internal Revenue Commis- 
sioner on the application of the new war tax to the transpor- 
tation of property and persons as imposed under section 500 
of the act. 

Tentative instructions, as drawn by an accounting officer 
of one of the lines, were used as a base for the conference. 

The representatives of the Internal Revenue Department 
stated that the conclusions reached by them with respect to 
doubtful questions were tentative and that such tentative con- 
clusions would be subject to formal approval by the Secretary 
of the Treasury. é 

It is further stated by the representatives of the Internal 
Revenue Department that, while the conclusions reached might 
not be final in all respects, they could be used, in the absence 
of further rulings or decisions, as a working basis. 

A copy of the tentative conclusions is herewith submitted. 

Should individual or specific transactions arise, not covered 
in the conclusions, accounting or other officers interested should 
apply to the Internal Revenue Commissioner, Washington, D. C., 
for rulings. 

If the Corporate Committee so elects, the chairman will ar- 
range, through the secretary of the association, to reissue and 
distribute to the members of the association all Treasury deci- 
sions which may be issued in response to queries made. Mem- 
bers should furnish the secretary copies of all queries pro- 
pounded by them to the Commissioner, if the Corporate Com- 
mittee desires its chairman to distribute decisions which may 
be rendered from time to time. 


The interpretation respecting freight is as follows: 


(15) The measure of this tax is three (3) per cent of the 
amount paid for the transportation of property by freight, by 
rail or water, or by any form of mechanical motor power when 
in competition with carriers by rail or water, consigned from 
one point in the United States to another. ‘ 

If the amount paid be forty-nine (49) cents (or less), the 
tax will be one (1) cent on each such amount and it must be 
collected, reported and returned. 
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If the amount paid be fifty (50) cents, the tax will be two 
(2) cents. and so on. (See paragraph 81.) 

(16) The tax of three (3) per cent on amounts paid for the 
transportation of property by freight will accrue and must he 
levied, assessed and collected when and as freight revenues 
are collected, except that the tax may and should be computed 
at the time freight (expense) bills and prepaid shipping tickets 
or bills of lading are made; the amount of the tax must be 
shown on the face of each such bill, prepaid ticket, or lading. 

(17) The tax must be assessed and collected on ‘collect’ 
shipments by agents at destinations and on “prepaid’ ship- 
ments by agents at points of origin; in other words, it must 
be levied, assessed and collected when and as collections are 
made from consignees, shippers, their agents or rep!«senta- 
tives. It must not be assessed or collected by junction agents 
on freight revenues on freights interchanged with connecting 
carriers. (See paragraph 27, Company material.) 

(18) This tax of three (3) per cent of amounts paid for the 
transportation: of property by freight will apply on a!1 such 
services wholly rendered after midnight of October 31, 
1917, and on all “‘collect’’ consignments which start on the jour- 
ney before November 1, 1917, but which do not reach destina- 
tions until after midnight October 31, 1917. 

(19) There will be many parcels of property.in transit as 
of midnight October 31, 1917, and agents of these companies 
must give careful consideration to such, to the end thai errors 
and confusions may be avoided in complying with the law. 

(20) The tax will not apply on: 

(a) Freight for which the entire transit service was 
performed prior to November 1, 1917, regardless of when 
the transportation costs be paid. ; 

(b) Prepaid consignments received for which bill of 
lading is issued prior to midnight October 31, 1917. 

(c) Freight charges uncollected as of midnight October 
31, 1917, on freights received ‘‘collect’’ provided the 


— therefor be received before midnight October 31, 


(21) The tax will apply on all ‘‘collect’’ shipments which 
reach destinations on or after November 1, 1917. 
(22) As to switching and other taxable freight services ren- 


dered: 

(a) If switching service be performed before midnight 
October 31, 1917, and the service be paid for on or after 
November 1; 1917, the tax will not apply. 

(b) If the service be paid for prior to November 1, 1917, 
and the service be not rendered until on or after Novem- 
ber 1, 1917, the tax will apply and must be collected. 

(c) If unused switching tickets on which collections 
have been made but for which no service has been per- 
formed as of midnight October 31, 1917, be in hands of 
purchasers, agents shall promptly notify holders thereof 
that the amounts paid for them will be subject to the 
tax, and the tax due thereon must be collected and re- 


ported. 

(23) Agents must promptly on the morning of November 1, 
or sooner, if practicable, carefully examine all freight bills and 
prepaid shipping tickets on hand and make such notations on 
them as will enable a quick and correct application of the tax 
thereto. 

(24) If under credit arrangements two or more bills be due 
by one person, firm or corporation, such bills must be listed, 
on collection statements and the tax must be applied to each 
individual consignment shown on such statement. Such state- 
ments may include both ‘collect’? and ‘prepaid’ items; but 
freight and passenger items shall not be included in the same 
statement. 

(25) Statements referred to in the preceding paragraph (24) 
must be carefully recorded on the station records in such man- 
ner aS may be prescribed and they shall be preserved. 

(26) If credit accounts, either freight or passenger, be relief 
remitted to, and collections be made through the audit office, 
agents making such relief remittances need not, except -in 
specific cases which may be otherwise provided for, assess 
the tax thereon; such assessments must be made in the audit 
office and collections shall be made through that channel. 

(27) Company Material: The tax will not. apply on these 
companies’ proportion of transportation charges on company 
materials and supplies or on any commodity which is necessary 
for the use of these companies in the conduct of their busi- 
noon as such and is intended to be so used or has been so 
used. 


Material for System Lines: It will not apply on these com- 
panies’ proportion of revenues on material transported by one 
of the “‘system”’ lines for use on another ‘‘system”’ line; that 
is to say, if a shipment originating at or north of Potomac 
Yard be destined to New Orleans for use on the Northeastern, 
no part of the revenues between Potomac Yard and New 
Orleans will be subject to the tax. Provided, however, that 
the proportion of the revenue which accrues to “‘foreign’’ lines, 
or, in the illustration cited, the proportion which accrues be- 
tween Lynchburg and Bristol, if the shipment move that way, 
will be subject to the tax. 


Junction agents of these companies in paying foreign lines 
for transportation charges on company material, shall not pay 
the tax thereon to such foreign lines, as such tax will he as- 
sessed and paid by the company in relieving destination agents 
of such charges. 

(28) Western Union Telegraph Company Material: Property 
transported as “‘free’’ under the Western Union Telegraph con- 
tract will not be subject to the tax. 

(29) Property transported by the Southern Express Com- 
pany free under contract: Packages transported as ‘‘free 
under the contracts between Southern Express Compary and 
these companies, will not be subject to the tax. . 

(30) The tax of three (3) per cent applies on amounts paid 
for the transportation of property by freight ‘“‘when consigned 
from one point in the United States to another.’’ 

It does not apply on shipments consigned to points in «‘anada 
or Mexico, neither does it apply to shipments consigned to 
foreign ports or places. If, however, a shipment intended for 
export be consigned to a port agent and it move to th» port 
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on a port lading, the transportation costs on it will be sub- 
«t to the tax. 
Jer31) Miscellaneous Services—Property: ‘ 
he tax will not apply on the following miscellaneous serv- 
ices rendered when the charge therefor forms a part of and 
is included in the je gg ar rate charges for the road haul: 
(a) Switching and Drayage. (See paragraphs 32 and 


3.) 
(b) Wharfage, Storage and Lighterage. 
(c) Compressing-in-Transit. 
(d) Milling-in-Transit. : ; 
(e) Dressing and Refining-in-Transit. 
(f) Reconsigning Charges. 
(g) Refrigeration. 
The tax will not apply on: 
(a) Car Service. 
(b) Demurrage. bes . si 
(c) Charge for consigning freight to Order Notify. 
(d) Storage. . 
(e) Car Rental. 
(f) Switch charges for return of empty cars over belt 
or switching lines. 
(g) Weighing charges. ; : 

If, however, a charge be made for switching or drayage, 
wharfage, towage and lighterage, in addition to the through 
rate, the tax will apply on amounts paid therefor. 

(32) Switching: Amounts paid for switching cars locally, 
that is, from one yard to another or from one industry to 
another, will be subject to the tax of three (3) per cent, pro- 
vided such amounts be not included in the through rate of a 
transportation charge made for a road haul. 

(33) Switching Absorbed: Amounts paid by one carrier to 
another for switching service rendered in effecting competitive 
deliveries will not be subject to the tax, provided the amount 
charged for such switching be included in the rate .charged 
for the road haul. ; 

(34) Reconsigned Freight: If a_ shipment consigned for 
delivery at one destination be ordered shipped to another desti- 
nation with ‘‘charges to follow,’’ tax must not be assessed or 
collected by the agent at the first or original destination. The 
agent at final destination must levy, assess and collect tax 
upon the total revenue, original starting point to final destina- 
tion. ; 
in Transit Privileges, Such as: Milling Grain, Dressing Lum- 

ber, Shelling and Cleaning Peanuts, Refining Oil, Etc. 

(35) It has been tentatively held, subject to the approval 
of the Secretary of the Treasury, that the measure of tax on 
amounts paid for transporting property stopped en route for 
in transit privileges shall be three (3) per cent of the amount 
paid for the transportation of the finished product, starting 
point of the raw material to final destination of the milled 
or finished product, and that such tax shall be paid as and 
when such transportation charges are paid, provided, however, 
that amounts paid for transportation costs on such raw prod- 
ucts points of origin to milling, dressing, cleaning, or refining 
points which may not be shipped from such intermediate 
points, shall be subject to the tax. ; , 

The application of the tax to in transit transactions pre- 
sents intricate and complicated problems which will require 
close and careful consideration by agents at points where the 
in transit privileges are granted, and also by the freight claim 
officers whose duty it is to adjust transportation costs on such 
shipments. 

Bear in mind that the tax must be assessed and collected 
upon amounts paid for the transportation of property as and 
when such amounts are paid, therefore, the amounts paid at 
transit points on raw materials are subject to the tax, and the 
tax must be. collected when such payments are made. How- 
ever, when refunds are made to millers or others, either by 
agents at milling points or by claims, for the purpose of ad- 
justing the transpértation charge to basis of charge on the 
milled product for the through movement, the tax paid on the 
raw material so milled must be reckoned with and a propor- 
tionate part thereof must be refunded as and when refunds 
are made for transportation charges thereon. By such process 
the transportation cost on the milled or finished product. be- 
comes subject to the full tax, so that if the transportation 
costs on the milled product, originating point of raw prod- 
uct to destination of the finished product be prepaid at the 
milling point, the agent collecting the transportation costs” 
must also collect three (3) per cent tax on the full amount 
thereof. If the milled product be billed collect, the tax must 
be collected by the agent at destination of the finished product. 

The foregoing principles applied to the several classes of in 
transit privileges are here illustrated. 

(36) Grain Milled in Transit: The tax must be levied, as- 
sessed and collected on revenue charged for the raw product 
going into the mill, and the freight (expense) bills given in 
receipt therefor, must show the amount of such tax assessed 
and collected. When the milled product is forwarded, if the 
revenue, milling point to destination, be ‘‘prepaid,’’ the for- 
warding or waybilling agent must assess and collect the tax 
on the revenue accruing on the milled product, milling point 
to destination; the bill of lading given for the prepaid milled 
product must show on its face the amount of tax collected. If 
the milled product be waybilled ‘‘collect,’’ the agent at desti- 
nation must assess and collect the tax. 

Agents at milling points in preparing ‘“‘product’’ sheets or 
reports (Southern Railway Form No. 550) must show thereon 
in every instance, whether the shipments thus reported were 
or were not prepaid, and if prepaid, the amount of tax collected 
on each, 

Wien adjustments are made by freight claim agents re- 
fundiig revenues collected to bases of through rates on the 
mille:. product, originating point to déstination, as provided for 
unde: the milling-in-transit arrangement, they must deter- 
mine 

(a) The gross transportation reyenue on the milled 
product from originating or transit point of the grain to 
destination of the milled product. 

(b) The amount of tax paid: 


THE TRAFFIC 





WORLD 889 


(1) On the grain into the mill. 

(2) On the milled. product, milling point to desti- 
nation, and, 

(3) Total tax paid. 

(c) The amount of tax that should accrue on revenue 
accruing on the milled product as defined in (a). 

(d) The difference between the _total tax paid as de- 
termined in (b) and the tax-which should accrue under 
(c) must be refunded to the miller and charged to ‘War 
Revenue Tax.”’ 

(37) Peanuts Shelled in Transit: The same principle and 
rules prescribed for milling grain in transit will apply except 
that the form of the ‘‘product”’ report is Southern Railway No. 
546. (See paragraph 36.) 

(38) Lumber Dressed in Transit: Tariff rates are charged 
and revenues assessed and collected on lumber dressed in 
transit from originating points to dressing stations. The tax 
of three (3) per cent on such revenue on the rough product 
must be levied, assessed and collected by the agent at the 
dressing point. When the lumber is forwarded from the dress- 
ing point of final destination, revenues based on the weight 
of the dressed product and the rate on the rough product into the 
mill less two cents per one hundred pounds are refunded. In 
making such refunds the tax at three (3) per cent on the 
revenue thus refunded must likewise be refunded. In waybill- 
ing the dressed product to final destination, the difference 
between the revenue on the dressed product and the amount 
refunded as above, is waybilled as revenue and the amount 
refunded is waybilled as charges. The agent at destination 
must, therefore, collect as taxes three (3) per cent on both 
revenues and advances. ; 

(39) Oil Refined in Transit: Practices vary at different 
points for handling and accounting for this service. At some 
points the revenue on the refined product is prepaid at the 
refining point by the refinery. At other refining points it is 
not prepaid. 

In cases where the revenue on the refined product is pre- 
paid at the refining point the following rules must be followed: 

Agent at the refining point must assess and collect a tax 
of three (3) per cent on the transportation revenues for the 
crude oil into the refining point, charging his account there- 
with. When the refined product is forwarded he must like- 
wise collect a tax at three (3) per cent on the amount of 
transportation revenues prepaid. When refunds of revenues 
on the crude product into the refining point are made to the 
refiner, the agent must refund at the same time the tax at 
three (3) per cent upon the amount thus refunded. Waybills 
for the refined product, the taxes on which are collected as 
above outlined, must be plainly endorsed ‘“‘War Revenue Tax 
Collected.”’ 

If the transportation revenue on the refined product be not 
prepaid at the refining point, the following method, illustrated 
by an example, must be followed: 

Crude oil is shipped into a_ refinery at Macon, Ga., at the 
local rate applying thereon. The transportation revenues thus 
accrued are collected by the agent from the refiner. The 
agent must at the time of such collection assess and collect 
the tax at three (3) per cent of the transportation revenues 
collected. After the oil is refined it is waybilled by the agent 
at Macon at rates applying on the refined oil from originating 
point of the crude oil to destination of the refined product. 
The agent at Macon assesses as revenue on such refined prod- 
uct the rate on the refined product from starting point of the 
crude oil to final destination of the refined product; he deter- 
mines the proportion of the revenue which accrues to Macon 
thereon and refunds to the refiner the difference between the 


revenue that accrues from Macon to destination and the total. 


revenue on the refined product from originating point to final 
destination. He bills the remainder as freight revenue. In 
making the refund above referred to the agent at Macon 
should refund the taxes that would accrue at three (3) per cent 
on the proportion of the through rate originating point of the 
crude product to Macon. The proportion of the revenue 
originating point to Macon, which is refunded to the refiner, 
is waybilled as charges. The agent at destination should, 
therefore, collect tax at three (3) per cent on the aggregate 
amount of both charges and revenue shown on the waypbill. 


(40) Reshipping in transit under which arrangement carload 
freights of a miscellaneous character are shipped into a dis- 
tributing point and there reshipped to final destinations: 

The principles and methods for collecting, refunding and re- 
assessing revenues on such shipments are the same as those 
which apply to the milling of grain in transit, as referred to 
in paragraph 36 hereof; therefore the same rules and regula- 
tions for the assessing and collecting of taxes on such ship- 
ments must be applied in this case as are provided for under 
the milling-in-transit arrangement. 

(41) Overcharge Claims: When and as overcharges upon 
which the tax has been paid are refunded by claim the amount 
of the tax overcollected must also be refunded; the measure 
of such tax to be so refunded must be determined by applying 
the rate of tax at three (3) per cent to the amount of over- 
charge refunded upon which the tax shall have been paid. 

Agents of these companies who refund taxes in the payment 
of overcharge claims, which are paid by them on presentation, 
must credit their accounts through relief remittances, with the 
aggregate amount of the refund; the amount of overcharge 
and the amount of tax must be shown separately on, the re- 
ceipt taken for all overcharge refunds made. 

Where overcharge freight claims are vouchered by freight 
claim agents the amount of the tax to be refunded must be 
shown separately on such vouchers and the amount of tax 
ay ,be charged on the voucher to the account, ‘‘War Revenue 

ax.’ 

(42) Overcharge Corrections: When and as overcharges are 
refunded by corrections, and the tax has been paid, the tax 
over-collected must also be refunded. Overcharge fefunds will 
be reported on supplemental correction report and the tax re- 
funded must be credited to agent’s account under the heading 
= — Revenue Tax’’ in miscellaneous column of the cash 
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(43) Undercharges Collected: When and as undercharges on 
freight revenues are collected the tax found to be due thereon 
must also be assessed and collected, and the amount of the 
tax so collected must be charged to the account of the agent 
making the collection to the credit of the ‘‘War Revenue Tax’”’ 
account. 

(44) The words ‘‘Revenue Tax’”’ and the amount of tax as- 
sessed and paid must be plainly written or stamped upon the 
face of each freight (expense) bill, bill of lading, shipping 
ticket or other form of receipt given in receipt for transpor- 
tation charges which may be subject to the tax. 

The words “Tax Paid’’ and the amount thereof must be 
plainly written or stamped on all switch tickets, milk tickets 
and other similar evidences of prepaid transportation charges 
which may be sold singly or in lots, on and after November 1, 
1917. Rubber stamps for the above purposes will be furnished 
by the stationer upon application to him. 

(45) Amounts paid for transportation on or by special trains 
are subject to the tax. If the transportation charged for be 
of the freight class, the property tax rate of three (3) per 
cent must be applied; if it be of ‘the passenger class, the per- 
son or passenger tax rate of eight (8) per cent must be applied. 
If the amount charged be a lump sum for the train and the 
service for which the transportation charge is made includes 
both property and persons, the tax rate to be applied will be: 

If freight service performed constitutes the major portion of 
the total service performed, the property tax rate should be 
charged on the whole. 

If passenger service constitutes the major portion of the total 
service, the person tax rate shall be charged on the whole. 

(46) The tax does not apply to charges made for train, 
engine and other operating costs when such charges are made 
for services rendered in addition to the tariff charge. To illus- 
trate: Logging trains are run for which charges are made 
for operating costs in addition to the freight rate charge. The 
tax will apply to the freight revenue charged, but it will not 
apply to the charge made for the train or operating cost. 

Milk and Cream 

(47) It has been held that amounts paid for milk and cream 
transported on passenger trains will be subject to the tax, and 
that the tax rate on amounts paid therefor, shall be three (3) 
per cent of the amount paid. 

Agents in selling milk tickets must collect the full amount 
of tax on the amounts paid therefor. If the amount paid for 
a milk ticket be forty-nine (49) cents or less, the tax will be 
one (1) cent and one (1) cent tax must be collected. If it be 
fifty (50) cents, the tax will be two (2) cents and fifty-two (52) 
cents must be collected, and so on. Agents in selling tickets 
in bulk, that is: if more than one ticket be sold to one per- 
son three (3) per cent tax of the aggregate amount paid for 
such tickets must be collected. 

Milk tickets sold prior to November 1, 1917, and not used 
before that date, will be subject to the tax, and the tax must 
be collected thereon from the persons to whom the tickets 
were sold, before such tickets can be used for transportation. 
It is suggested that agents at points from which milk is 
transported get in immediate touch with holders of tickets 
sold prior to November 1, 1917, and explain to them fully the 
necessity for the payment of the tax on such tickets before 
they can be used. 


CAR DISTRIBUTION AUTHORITY 


The Traffic World Washington Bureau, 

The railroad men who are giving twelve and more hours 
a day to the distribution of cars, not to mention men in 
the, Interstate Commerce Commission, unofficially take 
exception to the reports that the press agents of the Food 
Administration are giving out concerning the things the 
Fuel Administration, an adjunct or subsidiary of the Food 
Administration, has done and intends doing. Particu- 
larly they wonder why the public is being fed with such 
stuff as the Official Bulletin, the government newspaper, 
published in its issue of October 22. 

This announcement said that the Fuel Administration 
has a program to provide an adequate and regular supply 
of fuel to the railroads and that the nature of it is indi- 
cated by the order issued for the benefit of the Penn- 
sylvania system, “which has been extended to include the 
Baltimore & Ohio, and will shortly be applied to other 
roads.” Not a great deal of objection is found with that 
announcement, although it is misleading because it leaves 
the impression on the public that the Fuel Administration 
formulated the plan, while, as a matter of fact, the men 
of the Sheaffer car committee formulated the idea and 
Dr. Garfield approved it. In other words, the Fuel Admin- 
istration had no idea on the subject until after the rail- 
road men pointed out that something of that kind should 
be done. 

The part of the announcement that causes most disgust 
reads: ‘“‘When the adequate and regular supply of fuel] 
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has been accomplished, we expect to issue a rule confining 
coal cars to the coal trade, with such exceptions as are 
proven necessary, and to compel the return of empty coal 
cars to the originating line. The matter of prefereiice 
in movement of coal cars, both loaded and empty, over 
other slow freight is receiving consideration, and it wil] 
undoubtedly be necessary to issue a rule at an early date 
that preference be given to food and fuel. The situaiion 
to-day is that the railroads are congested and are un:i)le 
to move to the market the coal that is offered them for 
transportation. This is due to the enormous amount of 
freight which they are called on to handle. We believe 
the program thus briefly outlined, when put into effect, will 
result in an increased car supply to the mines, and will 
accomplish an increased production sufficient for neces- 
sary requirements.” 

There are two points in that quoted part of the state- 
ment. The first is that the Food Administration appears 
to have taken the enforcement of the priority law out of 
the hands of Robert S. Lovett, the President’s priority 
agent. As a matter of fact, Mr. Lovett has not been super- 
seded. The Food Administration cannot issue a priority 
order worth the paper on which it is written. At least that 
is the opinion of lawyers who have read the food and 
priority laws, and have any understanding as to the qual- 
ity of Robert S. Lovett as a lawyer. 


The second point is that the Interstate Commerce Com- 
mission is designated by the Esch car service law as the 
administrator thereof. There is a question as to whether 
the priority law, in part, has repealed the Esch law, but no 
one other than the Official Bulletin, the government news- 
paper, has ever published anything indicating that the 
Commission has been superseded by either Food Adminis- 
trator Hoover or Fuel Administrator Garfield. 


It is the understanding that the interstate commerce 
commissioners, in their conferences, have raised the ques- 
tion as to whether the priority law has or has not repealed 
part of the Esch law which gives the Commission the 
power to say where cars shall be sent and for what pur- 
pose they shall be used. Neither the Commission nor any 
other body has ever uttered anything on the subject. The 
Commission may be of the opinion that the priority law 
has left in its hands only a shadow of authority over the 
distribution of cars, but if it has, it has never said so. 
One thing, however, is certain, no one has ever held, offi- 
cially or unofficially, that the administration of either or 
both the priority and Esch statutes has been placed in 
the hands of Dr. Garfield. 


CHANGES IN DOCKET. 


The following cases assigned for argument October 27 
have been canceled: 9399, Farmers Elevator Co. of Ver- 
million vs. C., M. & St. P. Ry. Co.; 9399, Sub-No. 1, Farm- 
ers Grain Co. vs. Same; 9413, Farmers Elevator Co. of 
Canton vs. Same; 9413, Sub-No. 1, Farmers Elevator Co. 
of Howard vs. Same; 9413, Sub-No. 2, Farmers Grain Co. 
vs. Same. 

The hearing assigned for October 22 in case 9776, John 
P. Wilson vs. P. R. R. Co. et al., Philadelphia, was can- 
celed. 


COMMISSION ORDER, 
The Ball Brothers Glass Company has been allowed {0 
intervene in case 9735, Bartlett-Collins Glass Co. vs. 5t. 
L.-S. F. et al. 
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Traffic Lesson No. XXII 


Rates in Southern Territory—Twenty-second in the Course of Fifty-two Lessons Written 
for the Traffic World by Grover G. Huebner, Ph.D., Assistant Professor of 


Transportation and Commerce, University of Pennsylvania, 


The southeastern section of the United States, to the 
south of the Ohio River and Trunk Line Association ter- 
ritory and west of the Mississippi, is known as southern 
territory. The extreme southeastern and central part of 
this territory is the province of the Southeastern Freight 
Association; to the north and east of this is the region 
of the Associated Railways of Virginia and the Carolinas; 
and to the west of these rate territories is the region 
of the Southeastern Mississippi Valley Association. In 
order to get an accurate idea as to the location of these 
primary southern rate territories, the reader is referred 
to Map No. 2, Lesson No. 5. 

The freight rate structure throughout southern territory 
differs radically from that in eastern territory. It will be 
recalled that the tonnage and density of traffic in the 
south is less than in the land of the eastern territories, 
and that the nature of the commodities handled is different 
in many respects. The traffic of many southern lines is 
more largely agricultural and is consequently more sea- 
sonal in character. A larger share of their traffic, more- 
over, is interregional and is destined to and from points 
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located in other rate territories, for the south has long 
been dependent on the northern states for the bulk of her 
manufactures, and on the west for foods, and most of 
the great products of the south, such as cotton and leaf 
tobacco, lumber and lumber products, fruit and vegetables, 
find their principal markets beyond the boundaries of 
southern territory. The great flow of traffic, instead of 
being east and west, as in eastern territory, is north and 
south. While it is true that the traffic characteristics 
referred to are less pronounced than in the past, it is 
also acknowledged that much of the present-day rate 
structure of the south was gradually evolved throughout 
the course of many years. It is but recently that by order 
of the Interstate Commerce Commission the first radical 
step was taken to readjust the southern rate structure 
in part. 

Many of the peculiar features of the southern rate struc- 
ture, moreover, are due to the influences of water competi- 
tion. A large and growing volume of competitive coast- 
wise traffic is being handled by water along the Atlantic 
and Gulf seaboards, and much traffic moves between south- 
ern and eastern territories over routes that are part rail 
and part water. Some competition, too, is afforded by 
the Ohio and Mississippi rivers, which border on southern 
territory, and by some of the interior southern rivers 
which drain into the Atlantic Ocean and the Gulf of Mex- 
ico. Sew of the interior rivers handle a large tonnage 
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at present, but they provide the geographical location for 
some of the main interior cities of the south, and their 
active competition as a factor in railroad rates is en- 
hanced by their potential ability to handle more traffic 
should the occasion require. The commercial rivalry of 
the interior trade centers and of the south Atlantic and 
Gulf ports is rampant; so is the rivalry of the Ohio River 
crossings from Cairo to Cincinnati and of the southern 
Mississippi River crossings from St. Louis to Vicksburg 
and New Orleans. 

Rate-making in southern territory has consequently been 
ccomplex. <A description of the resulting rate structure 
may, for the sake of simplicity, be divided as follows: 
(1) The basing-point system; (2) south Atlantic seaboard 
rates; (3) Gulf seaboard rates; (4) Atlanta sub-territory 
and the Atlanta-Baltimore base rate; (5) rates via Ohio 
and Mississippi River crossings; (6) “Virginia cities” 
rates; and (7) Local and intrastate rates. 


The Basing-Point System. 


One of the features of rate-making that has long char- 
acterized the southern rate structure is the so-called bas- 
ing-point system, under which certain points are selected 
as through rate bases and the rates to adjacent non-com- 
petitive points are made by adding to the through rates 
to these basing points the local rates from thence to des- 
tination. This system is also found elsewhere than in 
the south, but nowhere is it so prevalent and nowhere 
except in transcontinental traffic has it involved so many 
violations of the long-and-short-haul principle. The south- 
ern basing-point system is unique in that prior to Jan. 
1, 1916, it was generally carried to its full conclusion even 
as regards intermediate points. 

The unmodified basing-point system means that the rates 
to many points adjacent to a basing point, in any direc- 
tion, are made by adding the local rate to the basing- 
point rate. In the accompanying diagram the rates be- 
tween point A and any of the smaller stations surrounding 
basing point B are computed by adding to the rates be- 
tween A and B the local rate between B and the smaller 
stations to or from which the shipment is being made. 
This applies even as regards the intermediate points C 
between A and B, and, since this results in higher rates 
“for a shorter than for a longer distance over the same 
line or route in the same direction, the shorter being in- 
cluded within the longer distance,” it violates the long-and- 
short-haul clause (section 4) of the interstate commerce 
act. : 

The only general variations from the basing-point sys- 
tem as defined above, that occurred before the recent en- 
forcement, in many instances, of the long-and-short-haul 
principle, were as follows: (1) The rates from eastern 
territory to local points in a portion of the territory gov- 
erned by the Associated Railways of Virginia and the Caro- 
linas, and from eastern and western territories to a part 
of southern Georgia are made by adding certain fixed dif- 
ferentials, instead of adding the full local rates, to the 
basing-point rates. (2) In case of single-line hauls the 
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basing-point system is modified so that the rates to local 
points do not exceed such distance scales or local tariffs 
as may be in effect on the line. 

In the original interstate commerce act the long-and- 
short-haul clause applied only in case “substantially simi- 
lar circumstances and conditions” prevailed at the basing 
point and its intermediate points; and when in 1896 the 
United States Supreme. Court interpreted this phrase so 
as to include not only water competition but also inter- 
railroad competition and market and industrial competi- 
tion, the railroads were practically free to apply the bas- 
ing-point system to its fullest extent. In 1910, however, 
the long-and-short-haul clause was effectually amended; 
the limiting phrase mentioned above was stricken out of 
the act, and instead the Interstate Commerce Commission 
receives discretionary power. All the railroads engaged 
in interstate commerce were then obliged to make ap- 
plication for relief whenever they desired ‘to continue 
violating the long-and-short-haul provision. It was neces- 
sary for them to make such appeal whenever they applied 
the basing-point system to intermediate points. The rul- 
ings of the Commission that followed, particularly the 
fourth section orders No. 3866 of April 13 and Oct. 13, 
i914 (The Traffic World, January to June, 1914, p. 943, 
and July to December, 1914, p. 865), have resulted in a 
radical modification of the basing-point system in many 
parts of the south. : 

In many instances the Commission refused to permit the 
violation of the long-and-short-haul principle to continue. 
The result was that many former basing points are no 
longer used in that capacity so far as intermediate points 
are concerned. Atlanta, Ga., for example, although for 
some time the leading basing point in the south, was de- 
nied relief from the long-and-short-haul clause. The rates 
to Atlanta and to intermediate points were consequently 
readjusted so that the rates to intermediate points now 
do not exceed those to Atlanta. At the same time the 
readjustment of Atlanta rates was limited by the fourth 
section prohibition against charging a through rate in 
excess of the aggregate of intermediate rates, and by the 
mileage or distance scales which the Commission pre- 
scribed as a maximum. 


In other instances the Commission granted the desired 
relief from the fourth section clause only in part. At such 
basing points the rates could continue to be lower than 
the rates to intermediate points, subject, however, to cer- 
tain limitations. The intermediate rates, although they 
may remain higher than the basing-point rate, may not 
exceed the rates for equivalent distances contained in the 
above-mentioned distance scales; or the existing rates 
to certain named points are fixed as the maximum for in- 
termediate rates; or it is provided that the intermediate 
rates may not exceed certain specified rates by more than 
a given percentage. 

It is only at certain basing points, principally at sea- 
board ports, that the Commission granted the full relief 
asked for by the railroads. At such points the existing 
relation over certain routes between the basing-point rates 
and intermediate rates was allowed to continue. Even 
at these basing points the general proviso was made that 
the existing excess of the intermediate rates may not be 
exceeded in the future except upon special application to 
the Commission. 

In addition to the direct relief extended by the Com- 
mission to certain basing points, it granted relief to cir- 
cuitous routes in what is known as the fifteen per cent 
rule. It provides that “carriers operating via circuitous 
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routes from and to the points last named, whose lines 
exceed the length of the lines described in the report by 
fifteen per cent or more, will be authorized to continue to 
meet the competition of the direct lines at the more dis- 
tant points and to maintain higher rates to the interme. 
diate points,” subject to certain prescribed maxima. 

The entire situation in the south has not been finally 
disposed of because order No. 3866 included only the bas- 
ing points in Southeastern Freight Association (excluding 
Tennessee River points below Chattanooga) and South- 
eastern Mississippi Valley Association territories. Within 
these territories the only basing points at which the long. 
and-short-haul rule may be violated in whole or in part 
are those indicated with a circle on Map No. 4. Strictly 
speaking only these points continue to be basing points 
in the territory defined. All the points indicated on the 
map with an X were formerly basing points, but are no 
longer used as such except in so far as it can be done 
without violating the long-and-short-haul rule. There are 
various basing points outside of the two territories in- 
cluded in the Commission’s orders, but they are not in- 
cluded in the map because their future use as such has 
not, in all instances, been finally determined. 

The carriers’ defense of the basing-point system in south- 
ern territory is fourfold: (1) That the lower rates to the 
basing points are necessitated by water competition in many 
instances, and by other competitive conditions in most of the 
remaining instances; (2) that these basing-point rates are 
subnormal and cannot be applied to non-competitive inter- 
mediate points; (3) that although subnormal they yield 
some revenue in excess of the additional cost of handling; 
and (4) that the intermediate rates are not unreasonably 
high. In general, however, the Interstate Commerce Com- 
mission permitted departures from the long-and-short-haul 
rule only at basing points where the carriers could point to 
substantial water competition beyond their control; and 
in addition it established a maximum for such interme- 
diate rates as it believed to be unreasonable. 


South Atlantic Seaboard Rates. 

A second feature of the rate structure in southern 
territory is the extent to which coastwise water compe- 
tition governs the rates to southeastern territory. The 
“south Atlantic ports” from Charleston, S. C., to Savannah 
and Brunswick, Ga., to Jacksonville, Fla., are connected 
with the north Atlantic ports by water transportation 
services, the rates of which are so low that they exert 
a wide effect upon the charges of the railroads. The rail- 
roads are directly concerned both as regards their all-rail 
rates and the rates over the combined rail-ocean routes 
which extend to southeastern points by way of Norfolk 
or the south Atlantic ports. 

The governing rates between the north Atlantic ports 
and southeastern territory are, with few exceptions, those 
via the ocean-rail routes from Baltimore, and these are 
determined in a large measure with reference to the coast- 
wise water rates from Baltimore’to the south Atlantic 
ports. Those to Charleston are certain differentials be- 
low the Savannah ocean-rail rates, the class differentials 
varying from 5 cents first class to 2 cents for classes 6 
to D of the Southern Classification. Those to Jacksonville 
and Brunswick are certain differentials above the Savan- 
nah rates—the class differentials for classes 1 to 3 being 
3 cents and for the remaining classes of traffic 2 cents. 

The ocean-rail rates from New York and Philadelphia 
to southeastern points are generally established above 
those from Baltimore by. fixed differentials which, in the 
case of classified traffic, range from 7 cents first class 
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to 3 cents for classes B to D. Those from Boston and 
Providence, until recently, were the same as the New York 
rates, but at present they are from 5 cents first class to 
2 cents for classes 6 to D above the ocean-rail rates from 
New York. + 











The all-rail rates from - Baltimore, Philadelphia, New 
York, Providence and Boston to southeastern territory 
are generally—subject, however, to some exceptions—es- 
tablished above the ocean-rail rates from those ports by 
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fixed differentials. The class differentials between the 
all-rail and ocean-rail rates vary from 12 cents first class to 
5 cents for classes 6 to D. 

The influence of coastwise water competition is, how- 
ever, not confined to the rates from the north Atlantic 
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ports. The all-rail rates from many interior eastern points 
to southeastern territory are the same as the rates from 
the north Atlantic ports. This is the case where the rate 
divisions or specifics of the railroads extending to the 
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Potomac gateways (Washington, Alexandria, Potomac 
Yards, Shenandoah Junction, Strasburgh Junction and 
Hagerstown) are the same as the rail specifics from the 
ports. The all-rail rates from interior points, whose rail 
specifics to the Potomac gateways are not the same as 
from the ports, are higher than the rates from the ports 
by the amount of the difference between their respective 
specifics to these gateways. There are certain exceptions 
to this general rule regarding rates from interior eastern 
points. Since Jan. 1, 1916, the rates from various points 
such as Albany, Rochester, Syracuse, Troy and Ithaca to 
Chattanooga and other southeastern points on and north 
of the Memphis division of the Southern Railway may not 
exceed the combination of the standard all-rail rates to 
Ohio River crossings and Lexington or Winchester, Ky., 
plus the rates from there to destination. 

The general rule regarding the rail-ocean-rail rates from 
interior eastern points to southeastern territory—subject, 
however, to exceptions—is that they are less than the 
all-rail rates by fixed differentials. The class differentials 
vary from 4 cents first class to 1 cent for classes 5 to D. 

The all-rail rates from the Potomac gateways mentioned 
above to the southeastern territory are the same as the 
Baltimore ocean-rail rates. Those from “Virginia cities” 
are the same as the Baltimore ocean-rail rates on ship: 
ments to some southeastern destinations, while to others 
they bear a relationship to the Baltimore rates, but are 
subject to certain maxima or are lower by agreed dif- 
ferentials. 

The rates from the Ohio River crossings to the south 
Atlantic ports are blanketed at the crossings and at the 
ports. They are the same from all of the crossings (Cin- 
cinnati to Cairo) to all of the ports extending from Charles- 
ton, S. C., to Jacksonville. So, likewise, are the rates 
from St. Louis to these ports blanketed at varying dif- 
ferentials above the Ohio crossing rates. The rates from 
Memphis and Vicksburg to the south Atlantic ports are 
uniform ‘to all of them at a general differential of 4 cents 
per 100 pounds under the Louisville rates, this differential, 
however, being subject to various exceptions. Those from 
New Orleans are also blanketed to the south Atlantic 
ports and are the same as the rates from Memphis. 

Other features of rate-making in the south each showing 
the dominant influence of competition will be discussed in 
Lesson No. 23. 


CENTRAL EMBARGO AGENCY 


The Traffic World Washington Bureau. 

A request that the Commission give preferential atten- 
tion to the embargo publication question has been made 
by R. M. Richter, secretary, on behalf of the Indiana Lime- 


stone Quarrymen’s Association. It is his belief that un- 
less the carriers immediately arrange a joint embargo 
agency, they will throw the entire shipping of the country 
during the coming winter into a state of disastrous de- 
moralization. In his letter to the Commission, Mr. Richter 
said: 


“Some time ago we gathered the understanding that 
when the embargo situation is again applied to domestic 
shipments, carriers will undertake to appoint an official 
to act in a joint capacity for all lines. This particularly 
so far as information for shippers is concerned. 

“Earlier this year when scarcely anything could be 
shipped to the eastern section of the United States there 
was endless confusion and hopeless complications. No 
one line at any time really knew what the embargo con- 
ditions were. We had experiences which tended to show 
that different superintendents of the same system were 
not familiar with conditions on adjoining divisions. 
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“A hopeless muddle existed for months and that same 
condition is staring us in the face to-day. 

“For example, the B. & O. and B. & O. S. W. are prac. 
tically out of business so far as our traffic, at least, is 
concerned and so are the Pennsylvania lines east of Pitts. 
burgh. Our shippers are compelled to secure numbered 
permits for moving domestic traffic and in any number of 
cases, no matter what the exigencies of the occasion, q 
deaf ear is turned to our pleas and those of consignees, 
This in spite of the fact that what little building busi- 
ness remains requiring Indiana limestone is in need of 
completion before bad weather sets=in. 

“When this domestic embargo and license-to-ship situa- 
tion prevailed in the first half of 1917 we believe the Com- 
mission was really unaware of the extent to which rail- 
roads generally carried on this practice. At least the 
writer gained this impression from an extended series of 
conversations first with Mr. Dow and later with Mr. 
Gutheim. 

“We realize the necessities of the federal government 
and other industries so far as handling war traffic is con- 
cerned. At the same time we believe we are right in 
saying that legitimate commerce as a whole must be per- 
mitted to exist. This chiefly because of the necessity of 
keeping alive agencies which are to support the govern- 
ment by taxes and purchase of Liberty Bonds. 

“Unless carriers arrange a joint embargo agency at once 
they will throw the entire shipping of the country into a 
disastrous state of demoralization. 

“Probably the Commission has already given this sub- 


‘ject consideration, but nevertheless we take the liberty of 


urging as strongly as we can that it be given preferred 
attention. The proposition must be systematized before 
the transportation difficulties incidental to winter weather 
are upon us.” 


NEW YORK PEACH SHIPMENTS 


The “peach belt” of New York is closing its biggest 
and best season, as shown in announcement of shipping 
statistics by the New York Central Railroad Agricultural 
Department. A sweeping shift of the buying markets to 
more remote points was a notable feature of the 1917 
harvest. Exactly 64 per cent of this season’s fruit was 
shipped to Pittsburgh or points further west, as against 
only 39 per cent sent to the same territory last year. The 
near-by markets took correspondingly lesser proportions, 
New York state and New England buying only 17 per cent, 
as against 34 per cent last year, and Pennsylvania and 
points south taking 19 per cent of the 1917 crop, against 
27 per cent in 1916. 

The effect of the longer haul of the bulk of the crop 
was to tie up the available refrigerator cars for much 
longer periods and add to the railroad problem. The sta 
tistics show, however, that the peach industry received 
far greater freight service than ever before. A sum-up of 
the car record shows that 38 per cent more cars were ful- 
nished to handle an estimated 25 per cent heavier crop. 

Extraordinary: weather pranks—particularly a sudden 
shift from cool to warm—ripened the big crop all at once, 
and severely taxed the facilities of orchards, storage houses 
and railroads alike for several critical days. 

A total of 6,625 cars of peaches were shipped, which, 
using the minimum of 18,000 pounds per carload, makes 
the total production of perfect fruit 119,250,000 pounds in 
this ninety-mile strip along Lake Ontario from Wayne to 
Niagara. 

The greatest previous yield was that of last season, 4,459 
cars, and the estimate for a 25 per cent further increase 
this year was exceeded. Only ten years ago, in 1907, the 
peach shipments were but 434 carloads; in 1908 they were 
1,173 cars; by 1912 they had reached 2,690 cars; last year 
they broke all records, totaling 4,459 cars, and the season 
now closing sets the banner mark of 6,625. 
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Efficiency in Traffic 


New Devices, Suggestions, and Methods for Increasing Efficiency 
in Freight Handling and Other Branches of Traffic Work 


WATERWAY TRANSPORTATION 


(By Charles W. La Porte, assistant to the president of the 
Keystone Steel and Wire Co., in Peoria Commerce.) 


Industrial preparedness has never been so well exempli- 
fied as in the movement of pig iron, by the Keystone Steel 
& Wire Company from Sheffield, Ala., on the Tennessee 
River, to its mills at Peoria, on the Illinois River, a dis- 
tance approximating 681 miles, making use of the Tennes- 
see, Ohio, Mississippi and Illinois rivers. 

Since the entrance of the United States into war with 
Germany, it has been apparent to all manufacturers, as 
well as all exponents of waterway transportation, that the 
use of our inland waterways would be a vital factor in 
the movement of raw materials and manufactured prod- 
ucts. The business world was not long in discovering 
that the railroads would not be equal to the task of moving 


PIG IRON FROM THE SOUTH 


the ever-increasing volume of freight. Our participation 
in the war placed an unusual demand upon our railroads, 
emphasizing the fact that car shortage is a real issue and 
that mills hoping to receive their supplies for manufacture, 
and to transport their finished products must use all means 
of transportation at their disposal, and fortunate is that 
mill which may use waterways for this purpose. 

The government at Washington, realizing all too well 
the seriousness of car shortage and lack of motive power, 
urged manufacturers as a patriotic duty, to relieve the 
railroads by shipping every pound of freight by water, it 
Was possible to so: ship. 

The Keystone company, ever an ardent supporter of 
waterway transportation, when planning its new steel 
Mills some two years ago, included in its plans a canal 
leading into its property from the Illinois River. This 
canal is about a mile long, 100 feet wide, and 12 feet 


deep, with a dock, track facilities, and loading and un- 
loading appliances. 

Two experimental trips have been made. The floating 
plant comprised one towboat and three barges, and with 
this equipment approximately 1,200 tons of pig iron was 
transported with each movement, equaling 35 carloads, the 
running time being from six to eight days. The cars 
were moved from the mills at Birmingham, Ala., to Shef- 
field, Ala., a distance of about 150 miles. It will be seen, 
therefore, that the cars were on the tracks of only one 
road, and, instead of being in transit about 14 days, were 
only in transit about 3 or 4 days, and then released for 
other movements. 

The floating plant used was not such as would best 
meet certain conditions existing in the four rivers men- 
tioned, nor during the different seasons. However, it has 
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been demonstrated to the entire satisfaction of those con- 
cerned that the movement is practical and that trans- 
portation of material by water may be done at a cost much 
lower than the all-rail cost. 

I think I am safe in saying that this all-water movement 
of pig iron from Sheffield, Ala., to Peoria, over four inland 
waterways is the longest trip of its character ever at- 
tempted in the United States, and when one considers the 
very great difference in the four rivers mentioned, the 
success of the movement is unparalleled. 

The Tennessee River is a rock-bottom stream, which 
rises and falls very rapidly. The river bed is narrow in 
places; and the current fairly swift, never freezing. There 
are several very bad shoals. To navigate this stream 
successfully, a towboat, powerful, but not too large, is 
required. Such a boat, however, is not practicable for use 
on the Mississippi and Illinois rivers. To navigate these 
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streams successfully requires a large and powerful tow- 
boat, owing to the great drop in the Mississippi River 
between Cairo and St. Louis, and to the current, which 
is very swift. The Illinois River, as I have observed, is 
the ideal river for navigable purposes. Almost straight, 
little or no current, and a sufficiently deep channel for 
all purposes. The people of the Mississippi and Illinois 
valleys are either indolent with respect to the opportuni- 
ties awaiting them in the use of the Illinois River, or 
else have not yet awakened to the vast possibilities of 
the use of this waterway. When they do awaken, and 
when the waterway connecting the Lakes with the Gulf 
is a reality and not something to dream about, Peoria, as 
well as all other cities fortunate enough to be on this 
all-water route, will enjoy a commerce never before 
dreamed of. 

At Sheffield, Ala., the pig iron was transferred from cars 
to barge by hand, a large number of colored men being 
employed for this purpose. At our dock the pig iron was 
removed by a three-ton electric magnet. This latter 
method is much more practical and economical, especially 
when we recall our experiences at Sheffield, where the col- 
ored men would not work in the rain, and it rained most 
of the time on our first trip. 

Many difficulties were encountered. The question of 
coaling the towboat, going and returning, was solved at 
Paducah, Ky., and at Kingston Mines, on the Illinois River. 
The ever-changing channel of the -Mississippi gave us 
some trouble and twice we were on a sandbar. The most 
serious of our troubles happened nearest home. Reference 
is made to the Copperas Creek lock, controlled by the state 
of Illinois. We found all government-controlled locks in 
good working condition, but the Copperas Creek lock, when 
we reached it, was closed. The gates had not been opened 
in six months, and the lock was full of mud. The water 
on the dam was about 5 feet 4 inches, but as our barges 
were loaded 5 feet four inches to 6 feet 4 inches it was 
necessary for us to get another towboat and barge to 
lighten our load so as to go over the dam. This delayed 
us some and increased considerably the experimental cost. 
An appeal to the governor has corrected the evils existing 
at this lock. 

There were many amusing experiences, and many were 
the stories told at critical times to relieve the worry and 
the tension caused by the possibility of forty-odd thou- 
sand dollars worth of pig iron going to the bottom. The 
most amusing of these stories was recalled in connection 
with navigation on the Missouri River. It is said there 
are times when this river spreads thinly over a bed that 
is miles wide. Then it is that its navigation is difficult 
between pools. The humorists of other days used to say 
that the deckhands of stern-wheelers were frequently sent 
ahead with garden-sprinkling pots to moisten the channel 
so that the boat could float through. Once, it was said, 
the captain of a steamboat made the trip from Omaha 
to Kansas City by taking advantage of the rainy days. A 
story of great popularity among boatmen runs somewhat 
in this fashion: An upward-bound boat had been grounded 
for some days when the captain noticed a passenger, who 
had displayed impatience, carrying an empty bucket for- 
ward. “What are you going to do with that?” inquired 
the captain. “I’m going to fill it with water from the 
side and throw it in front to give the boat a start,” re- 
plied the passenger. “You’ll do nothing of the kind,” 
commanded the captain, “we need all the water there is 
in the river to cook with.” 

_ The government is to be commended for the work it has 
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done and is doing on the streams we navigated. The 
greatest problem, as we see it, is to find adequate floating 
plant, including proper barges, to encourage water trzns- 
portation, and it may be necessary to design and build 
such equipment if such movement is to be continued. 

In conclusion I want to say that for Peoria to obtain 
the best use of its waterway, terminals must be provided, 
municipally owned, so located that freight may be trans- 
ferred from boat to cars and from cars to boat at a mini- 
mum cost, and adjacent avenues providing for easy access 
for material which may be conveniently hauled by truck 
or wagon. 

If the effort and expense which the Keystone company 
has put into waterway transportation and waterway de- 
velopment will encourage the further and continued use 
thereof, this company will feel that its money has been 
expended for a good cause and that its efforts have not 
been in vain. 


RAILROAD EFFICIENCY NOTES 


“Think ahead and order early” is the slogan of a large 
wholesale grocery house, which endeavors to save freight 
facilities by more systematic arrangement of orders from 
its customers. 

New Orleans draymen are co-operating with railroads, 
steamships and merchants to speed up. freight and ship- 
ments. A central bureau has been established to handle 
such details as the surrendering of bills of lading, releas- 
ing “warehouse receipts, guaranteeing or paying storage 
charges, putting shipments in good order, and standardiz- 
ing shipping arrangements. One of the objects of this 
bureau is to bring about the adoption of a uniform delivery 
and receiving rule. 


A New Orleans traffic manager says that the man who 
must now be reached in the freight-saving campaign is the 
small miscellaneous shipper. “But I doubt,” he adds, 
“whether full co-operation in the matter of quick loading, 
prompt unloading, and heavy loading of cars can be ob- 
tained by simply asking him to do it. I doubt the wisdom 
of asking him ‘to do something for the railroads.’ The 
more effective way to reach him is to show him actual 
figures on the increased efficiency of the carriers and, if 
possible, that the larger shippers are not doing business 
through any particular favoritism, but rather through their 
full co-operation with the carriers and their increased eff- 
ciency in car handling.” 

Acting on a suggestion of the railroads’ war board, offi- 
cials of eastern roads will keep a record of all aid given 
the roads by shippers. These will be filed as war-time 
data of specific acts of shippers, or passengers, employes 
and public officials, and others contributing definitely to 
greater service. The suggestion came from President Loree 
of the Delaware’ & Hudson, who is chairman of the’ eastern 
division of the railroads’ war board.—U. S. Food Adminis 
tration Bulletin. 


The New York, New Haven & Hartford Railroad Con- 
pany and the Pennsylvania Railroad Company have ab 
pointed a joint committee, with headquarters in New 
Haven, to consider all applications for permits to make 
shipments through embargoes that may be in force from 
time to time. The object of this committee is to facilitate 
communications between the New Haven and the Pent 
sylvania. By having duly accredited officials of each 
company at one place, prompt action is made possible, it 
is pointed out, in all necessary cases, which is not possible 
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when ‘hese matters are handled by correspondence. The 
commiitee will be known as the “New Haven committee,” 
It is composed of Richard Hackett, assistant to senior 
vice-president, who will act as chairman, and G. G. Butler, 
representing J. O. Halliday, superintendent of transporta- 
tion, acting for the New Haven Railroad; and C. M. 
Henny, district freight solicitor, and C. H. Morgan, repre- 
senting J. B. Fisher, superintendent freight transportation, 
for the Pennsylvania Railroad. 


At the National Dairy Show, which this year is held at 
Columbus, Ohio, October 18-27, the Southern Railway 
System and its associated lines, the Mobile & Ohio, the 
Southern Railway in Mississippi and the Georgia, South- 
ern & Florida, are making an extensive exhibit to call the 
attention of northern farmers to opportunities in the south 
for dairy farming. The high price of feedstuffs on which 
northern farmers so largely depend is said to have made 
profitable dairying uncertain in many northern communi- 
ties. This condition, together with the large amount of 
surplus stock feeds grown in the south and the success of 
dairy farmers already located there, is said to be causing 
many northern dairy farmers to consider southern loca- 
tions. 





The transportation division of the United States Food 
Administration has requested the California railroads to 
discontinue the loading of barley in that state for the 
present, to make available the car supply for handling 
foodstuffs of importance now delayed on account of the 
acute car situation. _ 

The movement of the Washington apple crop, the largest 
in the history of the state, is to begin at once. The 
Yakima, Wenatchee and Hood River districts will con: 
tribute approximately 18,500 carloads. The Food Admin- 
istration is co-operating with the different interests in 
the matter of car supply that rapid marketing may be 
assured. 

A serious shortage of shipping facilities in the Payette 
Valley of Idaho has developed in connection with the 
movement of apples and potatoes, and this question is 
being taken up by the transportation division with the 
railroad presidents interested, in the hope of providing 
substantial relief. 

The New York: grape crop is now under way, and is 
being moved rapidly in refrigerator cars. Arrangements 
for equitable distribution were made by the Food Admin- 
istration in advance of the movement, and no instance 
of car delay has been reported thus far—wU. S. Food Ad- 
ministration Bulletin. 





Quick relief from traffic congestion that would have re- 
sulted soon in the rotting of thousands of tons of vege- 
tables grown on the eastern end of Long Island for the 
New York City market has been effected by the trans- 
portation division of the United States Food Administra- 
tion, upon notification by the Farmers’ and Fruit Growers’ 
Association. 


The possibility of congestion was brought about by the 
announcement that the Montauck Steamship Company 
would cease running its boats after October 11. This 
producing field is dependent upon the steamship tine for 
most of its shipping, its only other avenue of transportation 
being over the Long Island Railroad, which also owns thé 
steamship line. The congestion of freight on the railroad 
Without this additional burden precluded any possibility 
of geliing these vegetables to market over the railroad 
if the operation of the steamship line was discontinued. 
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The transportation division took the matter up with the 
president of the Long Island Railroad Company, and ar- 
rangements were perfected whereby the steamship line 
will continue in operation during the balance of October, 
and longer if necessary.—U. S. Food Administration Bul- 
letin. 





Difficulties of transportation in moving 7,500 cars loaded 
with the entire salable crop from the peach belt of New 
York state have been overcome by the transportation 
division of the Food Administration, in co-operation with 
the commission on car service and the office of markets 
of the Department of Agriculture. When the rush began, 
September 20, the necessity for an adequate supply of cars 
was called to the attention of the Food Administration. 
The loading ranged from 211 cars minimum to 519 maxi- 
mum daily.—U. S. Food Administration Bulletin. 


Adequate loading of freight cars conserve facilities in 
two ways. First, the car itself is used to the best advan- 
tage; second, the railroad is able to make up trainloads 
which will utilize full capacity of locomotives. In making 
up freight trains under the conditions of hurry and con- 
gestion which obtains in most railroad yards in these 
crowded times the trainmaster who has adequately loaded 
cars at hand can send these trains out made up to maxi- 
mum locomotive capacity, whereas ordinary loading might 
result in the loss of several hundred tons on each train.— 
U. S. Food Administration Bulletin. 





In asking its employes for careful use of lubricants and 
petroleum products, the Erie Railroad gives some ‘figures 
which show what a margin exists’ for conservation in this 
line. Last year the Erie used a total of 3,621,300 gallons 
of petroleum products, including 641,000 gallons of lubricat- 
ing oil, 120,300 gallons of signal oil, 2,500,000 gallons of fuel 
oil, 160,000 gallons of kerosene and 200,000 gallons of gaso- 
line. It would not be possible to operate a railroad with- 
out oil. It is used on engines, cars, switch targets, rails, 
and in shops and buildings, both as a lubricant and as 
fuel. One of the greatest opportunities for conservation in 
this matter lies in the judicious use of the proper kind of 
petroleum oil or grease for each industrial purpose, accord- 
ing to A. J. Callaghan of the American Oil Corporation. 
During the past few years there has been a great advance 
in the development of scientific lubricants. The use of 
proper kinds, and also of good quality, not only reduces the 
amount needed for a given purpose, but effects economies 
in power, production, outlay, and the wear and tear on 
machinery.—U. S. Food Administration Bulletin. 


LOSS AND DAMAGE BULLETIN 


How shippers can aid in avoiding the waste and destruc- 
tion of more than $2,000,000 worth of freight every year is 
shown in loss and damage bulletin No. 7, which has just 
been issued by the Pennsylvania Railroad. The purpose of 
the bulletin is to urge shippers to pack their goods prop- 
erly and to use containers that are strong enough to stand 
transportation. 

The value of freight injured in transit on the Pennsyl- 
vania has doubled since the war, the bulletin says.- This 
is due, in a considerable extent, to efforts on the part of 
shippers to economize in the use of packing materials, and 
to the use of weak or second-hand containers, it is stated. 

The bulletin is illustrated with photographs showing ex- 
amples of improper packing and the collapse of weak con- 
tainers. One picture shows a shipment of axes, which have 
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broken through paper boxes never intended to carry such 
hardware. Another illustrates a damaged shipment of 
macaroni, which had been packed in light paper boxes. 
Other pictures illustrate similar conditions encountered in 
shipments of denim, cotton yarn, cotton piece goods and 
sheeting. The bulletin says in part: 

“Before the war, loss and damage on this railroad cost 
over a million dollars a year. This year it will reach two 
million dollars. Such a waste is indefensible. 

“You are not responsible for all of this. We do some of 
it. That is the reason we want to co-operate with you to 
stop it. We are doing our best to handle your goods prop- 
erly, but it is hard to do when containers are so light that 
they won’t hold together. 

“You can help by: 

“1. Using stronger containers. Boxes should be strong 
enough to carry the commodity safely. 

“2. Packing your goods properly. 

“3. Crating your furniture better. 

“4. Marking your goods plainly and removing all old 
marks. 

“We can appreciate your desire for economy in packing 
your goods in these days of high prices for wood, nails, 
paper, etc., but as we said before, we believe, if packages 
are prepared better it will save money for both of us.” 


SUCCESS OF SAILING DATE PLAN 


A saving in the use of about 56 cars a day in the trans- 
portation of less-than-carload freight from Baltimore is 
being achieved as the result of the “shipping day,” or 
“sailing date,” plan for handling this traffic, which was 
inaugurated Oct. 1, 1917, as shown in a report which 
has just been compiled by the Pennsylvania Railroad, giv- 
ing the preliminary results of operation under the new 
system. 


“In the first ten working days of October, 1916, an 
average of 182 cars were required daily to accommodate 
the less-than-carload freight originating in Baltimore,” says 
the report. “In the corresponding period of the present 
year the work was done by a daily average of 126 cars, 
or.a reduction of 56 cars per day. While the difference 
is affected to some extent by the difference in the nature 
of embargo conditions existing a year ago and now, an 
analysis of the situation leaves no doubt that by far. the 
greater portion of the reduction in the number of cars 
used is directly due to the greater efficiency of the ‘Ship- 
ping Day’ or ‘Sailing Date’ plan. 

“This is made clear by the fact that an increase of 
nearly 24 per cent has been brought about in the average 
number of tons of less-than-carload freight loaded per car 
since the ‘Shipping Day’ plan went into effect, clearly re- 
flecting the beneficial result of co-operation between the 
public and the railroad in the effort to make the most 
efficient possible use of transportation facilities. 

“The purpose of the ‘Shipping Day’ plan is to concen- 
trate less-than-carload freight, as far as practicable. into 
full carloads at the point of origin, and thus avoid the 
delays, the waste of car space, and the liability to loss, 
damage and errors, resulting from the older system, which 
involved double handling of the freight in order to make 
up full carloads at freight transfer stations. 

“It has been estimated that when the new system is in 
full operation it will save, on the Pennsylvania Railroad 
lines east of Pittsburgh and Erie alone, the use of upward 
of 1,000 cars per day in the transportation of less-than- 
earload freight. The cars so released will be available 


THE TRAFFIC WORLD 


Vol. XX, No. 17 


for rendering increased service, of other forms, to the 
government and the shipping public. The new plan not 
only conserves car capacity, but gives shippers more 
prompt and regular service than was possible undcér the 
old system. 


“Baltimore was the second city on the lines of the Penp. 
sylvania Railroad at which the ‘Shipping Day’ or ‘Sailing 
Date’ plan was established for the purpose of introducing 
a greater efficiency in the handling of less-than-carload 
freight. The plan was first made effective in Philadel. 
phia, where it went into operation one month earlier than 
at Baltimore. Within the near future it will be extended 
to the city of New York, for which the detailed schedules 
have almost been completed. Buffalo and Pittsburgh will 
follow shortly afterward, and ultimately the plan will be 
instituted at all principal freight shipping centers on the 
lines of the Pennsylvania Railroad.” 


| BAD MARKING—NO DELIVERY 


(Chicago Commerce) 


Are you marking goods for transportation so that the 
mark stays on or the mark comes off? 

The express companies advise that numerous pieces 
of shafting, agricultural implements and. manufacturers of 
metal generally, are deprived of their marks because of 
the insecure way in which they are tagged, and these 
companies are earnestly endeavoring to get shippers so 
to mark such shipments as to insure beyond any reason- 
able doubt that the marks will remain on the packages 
until they arrive at destination. 

Ordinary metals should be marked with a white paint 
in addition to a tag wherever a tag is necessary. If the 
paint is of a good quality, it will insure the goods being 
marked throughout the journey and therefore arriving at 
destination. Rivets and bolts are frequently shipped in 
bags and, on account of their weight, the tag becomes 
torn from the package; in such instances an additional tag 
placed inside of the bag will save shippers, both them- 
selves and their customers, a great deal of trouble and 
worry. 


UTAH COMMISSION WARNS 


The Public Utilities Commission of Utah has issued the 
following to the carriers and shippers of the state: 


We are facing abnormal conditions that we fear will produce 
a shortage of cars fcr the movement of freight throughout 


this state and the United States. The railroads are having 
very unusual demands made upon their equipment, both as to 
motive power and cars, and when the crop movement begins, 
within the next few weeks, their capacity for handling freight 
will be taxed to the very limit. 

Shippers and carriers should unite and assist in every Ppos- 
sible way to minimize the danger of freight congestion. 
Every car should be made to do maximum service. ‘To accom- 
plish this, we suggest voluntary co-operation. 

We urge shippers to: 

1. Load cars whenever possible to full capacity (10 per 
cent above marked capacity). Disregard all published 
minimums. 7 

. Load and unload all cars the day received, if possible, 
regardless of the 48-hour free time limit permitted 
by demurrage rules. 

. Give railroad companies immediate notice when cars are 
empty, or loaded ready for movement. 
. Never us2 freight cars as warehouses. Under present 
- conditions, there should be no idle equipment. 

5. Try and arran.z2 with your customers to anticipate their 
needs and to order far enough in advance to make 
rush shipments unnecessary. Whenever possible, se 
them to order larger quantities instead of minimum 
carloads. : 

This commission should be advised of any unreasonable 
delay or jifficulty in securing cars when needed, and on recelP 
of such advice the matter will be promptly taken up with the 
prover railroad officials to overcome such delays, and to secure 
you prompt service. 
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Legal Department 


Conducted by 
CHARLES CONRADIS 
General Counsel, The Traffic Service Bureau 
In this department we answer simple questions relating to the law 

of interstate transportation of fteight. Readers desiring special 

service by immediate answer may obtain privately written answers 

to their inquiries by the payment of a small fee, as elsewhere ex- 

plained. Address Legal Department, The Traffic Service Bureau, 

Colorado Building, Washington, D. C. 
| 

Computing Damages at Place and Time of Shipment. 

North Dakota.—Question: May we venture to offer a 
suggestion in the matter of the carriers’ liability for dam- 
ages to middlemen? There have been a great many articles 
in this subject in your paper, but this particular point 
does not seem to have been covered. Under the Cummins 
amendment the carrier is made liable “to the lawful holder 
of the bill of lading for any loss, damage or injury to 
such property caused by it.” In the case of a straight 
pill of lading shipment, sold f. o. b. shipping-point basis, 
the ownership of the property passes into the hands of 
the consignee upon the instant of the signing of the bill 
of lading, as we understand it. If this is correct, would 
it not follow that the consignee also becomes the lawful 
holder of the bill of lading? Finally, if this is correct, 
would it not follow that the carrier is liable to the con- 
signee, the lawful holder of the bill of lading, “for the 
full actual loss, damage or injury to such property caused 
by it?” 

If our reasoning is sound, it would follow that the 
clause in the bill of lading specifying liability as of time 
and place of. shipment, which was written into the con- 
tract by the carriers under the tentative authority ex- 
pressed by the Commission, is a limitation of liability 
which is illegal, and consequently void. We should be 
interested in knowing your thoughts on the matter as 
viewed from this standpoint. 

Answer: The application of the Cummins amendment 
to the stipulation in the bill of lading fixing the amount 
of the carrier’s liability in lost or damaged shipments to 
the value of the property at the place and time of ship- 
ment, and the point that such a stipulation is now invalid 
under that amendment for the reason that it is a limita- 
tion of liability, are matters that have been treated in 
former answers to inquiries as published in The Traffic 
World. It is our opinion that such a stipulation is not in 
the nature of a limitation of liability that is forbidden 
by the Cummins amendment, but merely a definite means 
for determining the actual damages to a shipment that 
has been lost or injured. For full review of this subject 
kindly refer to our answer to “Massachusetts,” entitled 
“Computing Damages at Value at Place and Time of Ship- 
ment,” as published on page 1145 of the Dec. 2, 1916, issue 
of The Traffic World, and a continuation of our answer 
to “Massachusetts,” entitled “Changes in Common Law 
by Carmack and Cummins Amendments,” as published on 
page 1273 of the Dec. 16, 1916, issue of that paper. 

* * * 
Exemption from Loss by Breakage. 

Missouri.—Question: Recently we received a shipment 
of porcelain consigned to us by our makers in Japan. 
This shipment was covered by N. Y. K. steamship through 
bill of lading. There was shown on this bill of lading a 
stamp notation that they were not responsible for break- 
ae, no matter what manner it occurred. When this 
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shipment was received and unpacked we found there was 
quite a lot of breakage, so we had the delivering rail line 
inspect the breakage, and filed claim the regular way to 
cover our loss. The railroads now contend that our claim 
should be canceled on account of the breakage notation 
shown on the steamship bill of lading. We contend that 
as this notation appears on steamship bill of lading, and 
not on rail bill of lading, and as the railroads do not 
make any cheaper freight rate on shipments carrying this 
notation, appearing on steamship bill of lading, that this 
notation has nothing whatever to do with the rail line. 

We wish you would advise us fully regarding the above 
and what proceedings to take in order to make railroad 
accept our claim. 

Answer: As the Carmack or the Cummins amendment 
do not apply to a shipment originating in a foreign coun- 
try even though destined to a point in one of the states, 
in a through shipment from a foreign port by water with 
rail connections at a United States port for continued 
transportation to some interior point, it is necessary for 
the owner to prove that the injury to the goods occurred 
while the same were in the possession of the rail carrier, 
and through its fault or negligence, before recovery of 
damages can be had of such carrier, in the shipment in 
question, if it can be shown that the breakage occurred 
on the lines of the rail carrier, and through causes for 
which the carrier would ordinarily be liable, the stipula- 
tion in the water carrier’s bill of lading to the effect that 
it would “not be responsible for breakage no matter in 
what manner it occurred,” would not operate as a release 
in favor of such a rail carrier. Both at common law and 
by the amendments aforesaid the carrier is liable for the 
actual injury to property in its possession for transporta- 
tion when caused by it, and no limitation of liability or 
limitation of the amount of recovery in the bill of lading 
can lawfully be made and enforced. Michie on Carriers, 
volume 2, page 950, says: “Public policy forbids a com- 
mon carrier from exempting itself by contract from dam- 
ages for loss by its own negligence, such contract would 
be unjust and unreasonable in the eye of the law, contrary 
to public policy, as tending to induce want of care by 
the carrier in the performance of its duties.” <A clause 
of a shipping contract entirely releaving the carrier from 
damages resulting from certain named risks and from 
“any and all other causes whatever,” is contrary to public 
policy. Pecos, etc., R. Co. vs. Hughes, 46 Tex. Civ. App. 
135. See the cases, Heaton & Brother vs. Morgan’s, etc., 
Steamship Co., 1 Tex. App. Civ. Cases 774, wherein the 
courts said that a contract with a railroad, exempting it 
from liability for damages to goods transported by it 
caused by breakage, is void, as against public policy. 

While the rail carrier therefore cannot exempt itself 
from liability for breakage caused by its own negligence, 
yet it would not be liable for injury due to the nature 
of the goods and without the carrier’s fault. Again, if 
the injury occurred with the water carrier, the rail carrier 
would not be liable, and the burden of proof is on the 
owner to show where the injury did occur. 

* * + 
Carrier’s Liability as Warehouseman. 


Nebraska.—Question: A car of household goods loaded 
at Afton, Ia., consigned to us at Omaha, upon arrival was 
ordered by us to railroad team track. Car was spotted 
to unload and one of the van companies here hauled away 
one load, leaving the balance for future trips. In the 
meantime the railroad company switched this car from 
where it was spotted and in rough switching did consid- 
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erable damage to the furniture. The furniture was packed 
and crated properly at point of origin, but the van com- 
pany scattered contents over the floor of the car to get 
in shape to haul away. The household goods were re- 
leased to valuation of $10 per cwt., and we would like 
to ask if the railroad company can hold us to this re- 
leased valuation clause, inasmuch as they damaged the 
goods after final delivery was supposed to have been 
made? 

- Answer: A case involving material facts almost pre- 
cisely to those given in the above inquiry was decided 
adversely to the shipper, in the United States Supreme 
Court, in the case of the C., C., C. & St. L. Ry. Co. vs. 
Edward Dettlebach, which is published on page 223 et seq. 
of the Jan. 22, 1916, issue of The Traffic World. In that 
case, decided before the effective date of the second Cum- 
mins amendment, the court said that the declaration of 
value stamped upon the bill of lading and signed by the 
shipper, inured to the advantage of a warehouseman after 
becoming inert for the relief of the carrier, and that 
Congress intended that as far as the intrusted carriers 
by rail were concerned, the entire body of services to be 
performed by the carrier should be included together 
under the single term “transportation” and subjected to 
the provision of the act respecting reasonable rates, and 
the like. In conclusion, the court said that “under the 
provisions of the Hepburn act and the terms of the bill 
of lading, the valuation placed upon the property here 
in question must be held to apply to defendant’s respon- 
sibility as warehouseman.” 

In view, however, of the second Cummins amendment, it 
is a question whether the limitation of liability agreed 
upon with the initial carrier would have a binding effect 
upon the shipper, unless the carrier had on file tariffs 
providing rates dependent upon the value declared or 
agreed upon in writing as the released value of the prop- 
erty, and published them in accordance with a specific 
order from the Commission. Under that amendment, until 
the Commission has expressly authorized the carriers en- 
gaged in transporting the car of household goods in ques- 
tion to maintain rates dependent upon value declared, the 
first Cummins amendment would still be in full force. 

* a * 


Property Lost in Transit in Open Cars. 


Pennsylvania.—Question: A ten-ton steam road roller, to- 
gether with a box of tools and fixtures, was forwarded on 
an open flat car, the tools and fixtures being packed in 
a wooden box, the box being securely fastened to the floor 
of the car. The box was broken open and all the tools 
and fixtures stolen en route. The carriers, on the advice 
of its legal department, have declined the paymént of the 
claim, due to the fact that the consignment was loaded 
on an open car as per the terms and conditions of section 
1 of the uniform bill of lading. 

The carriers claim that inasmuch as the consignment 
was loaded on an open car and in view of the fact that 
the car was handled in the usual manner and not delayed 
in transit, and that there was no evidence that the loss 
was due to carriers’ negligence, and they are not liable. 

Answer: A common carrier is an insurer of goods in- 
trusted to it and accountable for the loss thereof, or any 
damage thereto, unless shown to have happened by the 
act of God, or the public enemy, or to have been occa- 
sioned by an act of the shipper or someone in his employ. 
As such common carrier, it cannot exempt itself from 
liability caused through its own fault or negligence, and 
the section mentioned in the bill of lading expressly holds 
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the carrier liable for negligence, and to prove itself free 
from negligence for property transported in open cars. 
Even in such instances it becomes liable if by the exercise 
of reasonable care it could have avoided or lessened the 
loss or damage. But if it took all reasonable precaution 
for the protection and safety of the goods transported jp 
open cars, it would not be liable for their loss; alihough 
mere proof by the shipper of the loss makes it a prima 
facie case against the carrier, and the burden of proof 
is then upon it to show that due diligence in their pro. 
tection and safety was exercised. 


SWITCHING CHARGE INCREASED 
The Trafic World Washington Bureau, 

The switching charge of the New Orleans Belt Railroad, 
on all traffic now $2, will become $5 on competitive traffic 
on November 1, as to all railroads except the Missouri 
Pacific. As to that carrier the higher rate will become 
effective on November 20. 

This change is to be made as a result of that state. 
owned railroad obtaining fifteen section approval order 
No. 37, on its application No. 478. When the change takes 
place the nominal rates that have been in effect in that 
city for a long time will come up to the higher level 
throughout the country resulting from the great increase 
in cost of operation. 

No shipper will have his burden increased by reason 
of this increase in the rates. The tariffs of the railroads 
using the Public Belt as terminals provide for an absorp- 
tion of the switching charge of the belt road on com- 
petitive traffic. The rate on non-competitive traffic has 
been and will remain at $2 per car. The shipper pays 
that. 

The preparation of the new Missouri Pacific absorption 
tariff has been delayed, hence the later effective date of 
the higher rate on that road. The Public Belt officials 
thought it better to relieve the Missouri Pacific of the 
burden of the higher rate for twenty days than to insist 
on an increase the whole of which would have to be paid 
by the shipper or receiver of freight. The existing Mis- 
souri Pacific tariff limits the absorption to $2 per car. So 
long as the belt’s switching rate was $2 that tariff was 
all right as a notice to the shipper that on competitive 
traffic the Missouri Pacific would absorb the cost of de 
livery on the rails of the belt railroad. 

This increase of $3 does not inure in whole to the bene 
fit of the belt railroad. Owing to changes’ in car rules 
by the carriers themselves, it has not been: obtaining as 
much revenue for its service as appeared by the published 
charge of $2 per car. The line-haul carriers made no ob- 
jections to the advance. In fact, the fifteenth section 
board was told that they thought that, as a matter of 
justice, the road should have $5 per car. 

It is planned by the officials having charge of the belt 
railroad to extend its rails so as to encourage the in 
dustries of New Orleans. The road was planned as a port 
facility and primarily its function is to enable importers 
and exporters to get their freight through New Orleans. 
It is the purpose, however, to afford such termina! facili- 
ties for the man who thinks he can provide a ton of 
freight by manufacturing processes at New Orleans that 
he will make the effort he has in mind. This extension 
to wholesale houses and industries, it is represented, will 
so extend the facilities of every line-haul carrier serving 
New Orleans that it can well afford to pay higher for the 
services rendered, at least during the period of abnormally 
high costs of operation and smothering volume of business. 
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Help for Traffic Man 


This department is conducted by a traffic man of long experience 
and wide knowledge. In it he will answer questions relating to 
ctical traffic problems. We do not desire to take the place of 
the traffic man. but to help him in his work. We reserve the right 
to refuse to 1#swer any questions that we judge it unwise to answer 
or that involve situations that are too complex for the kind of inves- 
tigation contemplated. Questions will be answered as promptly as 
ible. No answers will be given by mail except for a fee, as else- 
where explained. 
Address “Help for Traffic Man,’ The Traffic Service Bureau, 
Colorado Building- Washington, D. C. 


——S eB 
Demurrage Rules—Computing Time. 

Q.—After the expiration of the free time allowed on 
an interstate carload shipment should all days, including 
Sundays and legal holidays, be charged for until car is 
released ? 

A—Rule 3 of the National Code of Demurrage Rules 
provides that “in computing time, Sundays and legal holi- 
days (national, state and municipal) will be excluded” 
except as provided in section A of rule 9, which is the 
average agreement rule. We would therefore understand 
that Sunday and legal holidays are excluded from demur- 
rage charges and that such charges are not imposed on 
those days except as provided in rule 9. 


Demurrage at Reconsigning Point. 


Q.—We would appreciate an expression of opinion in the 
matter of demurrage occasioned in the following manner: 
We consign from our various mills to certain given recon- 
signing points. In the event of embargo placed subsequent 
to shipment of a car from the original point of shipment, 
considering the Commission has expressed itself as not 
countenancing the rule of suspended operation, can the 
carriers maintain that the car is subject to demurrage 
in being delayed at reconsigning point? 

Cars are accepted in some cases at point of origin, and 
consigned to reconsigning points, with the distinct un- 
derstanding that cars are for beyond reconsigning points, 
in many cases bill of lading reading to that effect. 

A.—In an instance such as you relate it is our view 
that unless the car is detained at the reconsigning point 
awaiting forwarding instructions or disposition order be- 
yond the free time allowed, demurrage does not accrue. 
If car is detained beyond free time for account of or at 
the instance of the owner demurrage would accrue as in 
any other case. : 


COMMISSION BOOSTS BONDS 


The Traffic World Washington Bureau. 
In announcing a half-holiday on October 24, Liberty Day, 
the Commission exhorted its employes as follows: 


It is a glorious and patriotic privilege of our people to 
sive concrete support to the sublime effort of our own 
government for world liberty. It is a great personal sat- 
isfaction to every true American to sustain the splendid 
efforts of our President, whose eminence as a leader in 
the movement for world democracy have added new laurels 
to our republic. 

It is a duty and an honor to aid in comforting those 
noble sons of America who by sea and land are bravely 
defending with their lives our flag, our hopes and our 
destinies and are sustaining the hopes and the destinies 
of all free peoples in this world crisis. 

_ it is a glory beyond words to aid our own country in 
its unselfish humane work to sustain Belgium, Serbia, 
Poland and other small nations crushed by the worst 
and most cruel despotism known in all the world’s history. 

It is a happy opportunity for us all who enjoy the 
blessings of popular liberty, gained in part by the assist- 
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ance of sons of France led by Lafayette and by the gen- 
erous financial assistance of the government and people 
of France, to join in grateful repayment to the benefac- 
tors of our infant republic and in recognition of the 
sublime defense of their homes and firesides, their insti- 
tutions and their liberties, made by the superb soldiers 
of France against the onslaughts of the cohorts of mod- 
ern vandalism. 

It is a duty we owe to civilization to join our efforts 
to resistance to the unspeakable Turks and their demoniac 
Teuton allies. 

It is obedience to every high impulse of religion to aid 
in crushing the leaders of organized and systematic mur- 
der of innocent non-combatants, the wanton destroyers 
of the homes of the people and the temples of God. 

It is in accord with the mandates of the highest law 
to give succor to those who in the noblest spirit of self- 
sacrifice are making history’s greatest struggle to main- 
tain from overthrow the rights of humanity, the ideals 
of civilization and the existence and freedom of inde- 
pendent self-governing nationalities. 

The American people, responsive to the call of human- 
ity, of liberty, of patriotism, of religion, and of civiliza- 
tion, and heeding the obligation of fraternal duty to world 
democracy, willingly and cheerfully give their support to 
their President, to their representatives in the national 
Congress, to their army and their navy, to France, to 
Belgium, to Poland, to Russia, to the ruling democracy 
of Great Britain and to all the valiant leadership of the 
free nations of the world to crush the demoniac power 
of Prussianism, absolutism, and kaiserism “with all its 
works and pomps” and with all its distorted convolutions 
of monstrous evil to mankind. 

The above are the words uttered to-day by our Mr. 
Doherty, chief attorney, Bureau of Safety. Please recall 
the appeal that was made upon us on yesterday that those 
who have not subscribed to the Second Liberty Loan, do 
so, and that those who have subscribed buy who can in- 
crease their subscription, do so. | 

Please report immediately to your chiefs any new sub- 
scriptions or increased subscriptions. 


LIVE STOCK CLASSIFICATION 


The Traffic World Washington Bureau. 

More than ordinarily emphatic objection was made Octo- 
ber 22 to Examiner Disque’s tentative report in I. and S. 
No. 956, Live Stock Classification, by W. E. Lamb, an 
attorney in that case and attorney as well in No. 6825, 
the National Society of Record Associations case. He 
contended that Mr. Disque, in effect, went outside the 
issues involved in the suspension case to recommend an 
overturning of the Commission’s decision in the prior case 
and that he did that without the least warning that any- 
thing of that kind might be undertaken. 

The argument on the suspension case was unusual in 
another aspect. The meaning of the second Cummins 
amendment was discussed by A. E. Helm, commerce coun- 
sel of the Kansas commission, with no more reason for 
such a discussion than would be afforded by a seemingly 
off-hand question by Chairman Hall as to whether, if a 
shipper of ordinary live stock misstated the value of the 
animals constituting a shipment, that would not be 
raising a tenth section case. Ross D. Rynder, who was 
arguing the case for Swift & Co. and Armour & Co., an- 
swering that question, suggested that inasmuch as the law 
forbids the making of rates on ordinary live s‘ock based 
on value, no question of false billing could be raised, no 
matter what the shipper might say. He said the advised 
shipper would tell the carrier that asked such a question 
that it was none of his business. A not well-advised ship- 
per might answer the question, but certainly no prosecu- 
tion for false billing could be begun against such a 'ship- 
per because he made a statement, without having been 
under obligation to say anything at all. 

The Kansan devoted fifteen minutes to a discussion of 
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the second Cummins amendment, notwithstanding that 
neither the carriers nor any of the attorneys for shippers 
had expressed any dissent from construction placed on 
it by Commissioner Clark in his report in the express 
case. So far as appeared in the record, nobody has raised 
any question as to the soundness of that construction, 
other than by means of the question asked by Chairman 
Hall. Yet Mr. Helm thought there was reason why he 
should reiterate arguments which were made at the time 
the Commission decided the express case, and adopted 
by it. 

The undisputed issue of record in the suspension case 
that was set down for argument was as to the reasonable- 
ness of double first class proposed by the Official Classifi- 
cation lines for stallions, for instance, based on a mini- 
mum per capita weight of 3,000 pounds, which weight 
was ordered by the Commission in the Record Associa- 
tion’s case. Prior to the decision in that case, the mini- 
mum per capita weight for such L. C. L. shipments of 
animals, not coming under the designation of ordinary 
live stock, was 7,000 pounds at first class. 

Soon after the Commission ordered the reduction in 
the minima, the carriers proposed a doubling of the rate, 
so the effect of their effort would be, if successful, sub- 
stantially the same revenue. Disque’s report recommends 
a modification of the older case so as to have a minimum, 
upon stallions, for instance, of 6,000 pounds, at the first 
class rate. 

“The examiner’s report,” said Mr. Lamb, “appears to 
be a declaration that two times one is wrong, but that one 
time two would be right. True, Mr. Disque, in his report, 
says the Commission was not considering revenue when 
it decided No. 6825, but merely minimum weights. I sub- 
mit, however, that when this Commission cuts the mini- 
mum weight in half it must be presumed to have thought 
about the effect on the revenue. The thought of the ex- 
aminer appears to be that when this Commission finds 
something unlawful and orders the carriers to cease and 
desist, some way must be found to make up the loss in 
revenue resulting from an order to bring the practice into 
harmony with the law.” 

Mr. Lamb vigorously assailed the admission in evidence 
of exhibits which, he said, were not prepared by R. N. 
Collyer, chairman of the Official Classification Committee, 
nor under his supervision, but were prepared by persons 
unknown to Collyer and sent to him. 


“The exhibits were compilations of the rates and ship- 
ments and were intended to show nothing more than 
rates and shipments,” said W. W. Collin, near the con- 
clusion of the argument. 

“If Mr. Collin had made that statement at the time 
they were offered, I would not have objected,” said Mr. 
Lamb. “I objected to notations, made by persons, un- 
known to Mr. Collyer, who appeared, as the witness, un- 
known to Mr. Connell, one of the lawyers, unknown to 
Mr. Collin, both of whom found difficulty in essaying the 
dual role of witness and attorney, to the effect that the 
animals mentioned in the billing were the only freight 
in the cars showing the shipments. 

“IT object to such statements going into the record with- 
out any opportunity to cross-examine those claiming knowl- 
edge, because in the other case, I brought in witnesses to 
show that they have not the slightest objection to putting 
into the cars carrying blooded animals other freight. I 
object to having it asserted that when a shipper sends 
a single blooded animal by freight, a whole car must be 
given up to that animal because, in times when there 
was no shortage of cars, carriers, for their own conven- 
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ience, have loaded single animals in a single car, and 
have made no effort to use the rest of the space.” 

R. Walton Moore, discussing the objections by Mr. Lamb 
to the kind of hearsay the Commission has always ac. 
cepted, called attention to a speech by President Wilson 
in which he said that the courts would probably have to 
liberalize the rules of evidence so as to admit consi¢- 
erable hearsay and probably rumor. 

“Rumor is exactly what was admitted in this case,” 
said Mr. Lamb. To illustrate his point he said the liber. 
ality of the Commission in the matter of hearsay resulted 
in the admission, in one case, of exhibits which, he said, 
had been shown to be untrue. 

“Do you mean to say any exhibits in this case have 
been shown to be untrue?” asked Chairman Hall. 

“No, Mr. Chairman, I am merely citing a fact to show 
the danger of accepting exhibits such as were put into 
this case, over my protest.” 

“Let us deal with that case when it comes here,” sug- 
gested the chairman. 

In the arguments the carriers found no fault with Ex- 
aminer Disque’s recommendations. Their suggestions 
went wholly to a clarification of some parts of his recom- 
mendation. Messrs. Rynder and Graddy Cary said that 
inasmuch as the carriers assented to the examiner’s state- 
ment as to applicability of the Commission’s decision con- 
cerning the meaning of the Cummins amendment, made 
in the express case, to the freight covered by the sus- 
pended tariffs, they did not care to go into the question. 
Mr. Helm, however, discussed the meaning of the amend- 
ment because, as he understood the chairman, the latter 
intimated that perhaps the Commission would not be con- 
tent to accept Disque’s conclusion that the Commission’s 
construction, made in the express case, applied in the 
matter of freight rates. 


SAVING HOGS IN TRANSIT 


Every hog killed in transit by overcrowding or mishan- 
dling means a loss of at least $30 to the shipper, as well as 
a waste of meat. The Department of Agriculture makes 
the following suggestions to shippers and dealers: 

1. When hogs are very hot during or after a drive 
never pour cold water over their backs. 


2. Before loading, clean out each car and bed it with 
sand, which, during dry, hot weather, should be wetted 
down thoroughly. Hogs in transit during the night are not 
so likely to be lost from overheating as are the animals 
shipped in the daytime. With day shipments in hot 
weather it is highly advisable to suspend burlap sacks of 
ice from the ceiling in various parts of the car in order to 
reduce the temperature, and, incidentally, to sprinkle the 
animals with cool water. The ice sometimes is placed in 
sacks on the floor, but the animals are likely to pile and 
crowd around the cakes, so that only those close to the ice 
are benefited. The ice should be sufficient to last to the 
destination. 

3. Do not overload. Crowding hogs in a car during 
warm weather is a prolific source of mortality. 

4. The feeding of corn, because of its heating effect be 
fore and during shipment in hot weather, should be reduced 
to a minimum. Oats are preferable where a grain feed 
is necessary. The maximum maintenance requirement of 
hogs in transit for 24 hours is 1 pound of grain a hut 
dredweight, or approximately 3 bushels of corn to a cal. 
In the past, thousands of bushels of corn have been wasted 
in live-stock cars. 
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Personal Notes 


a 

George Chester Conn, who is leaving the position of 

freight traffic manager of the Pere Marquette Railway, to 

join the Buick organiza- 

tion at Flint, began rail- 

road service with the 

Boston & Lowell Rail- 

road October, 1884, and 

was afterward, succes- 

sively, with the Boston 

& Maine Railroad, the 

Pennsylvania Railroad 

and the Canadian Pacific 

Dispatch. He went to the 

Pere Marquette service as 

northwestern agent, with 

offices at Minneapolis. 

He served for one year 

without assistance. He 

was also at Milwaukee 

four years as assistant 

general freight agent. He attracted the attention of the 

Minneapolis, St. Paul & Sault Ste. Marie Railway and 

joined that organization as general freight agent. William 

Cotter, while president of the Pere Marquette, induced 

him to return to the Pere Marquette, which he did with 

the title of freight traffic manager. His absence from 

the Pere Marquette covered a period of five years, and 

but for that time he would have been with the company 

twenty years December 15 next. On the resignation of A. 

Patriarche as vice-president in charge of traffic, Mr. Conn 

was elected to fill the vacancy in March, 1912. He is a 

writer of no mean ability on subjects pertaining to the 

economics of transportation and his farm Bulletins have 

attracted wide attention wherever the Pere Marquette 
Railway is known. 


Roy C. Shoemaker, traffic manager for the Midland 
Milling Company, Kansas City, Mo., began railroad work 
as stenographer in the 
office of P. H. Houlehan, 
then superintendent of 
the C., B. & Q. at Brook- 
field, Mo. After a short 
time entered the general 
freight office of the St. 
Joseph & Grand Island 
Railway as stenographer 
and was promoted to 
rate clerk in about one 
year. He was stenogra- 
pher to the general 
freight agent of the 
American Refrigerator 
Transit Company, St. 
Louis, for six months. 
From there he went to 
the M., K. & T. at Parsons, Kan., as chief clerk to the 
general freight and ticket agent, where he remained two 
years. He was in the general freight office of the Mis- 
souri Pacific System for five years as chief clerk to the 
general traveling agent, assistant general freight agent 
and general freight agent. He resigned to engage in 
business, which did not prove sufficiently profitable, so 
he became the first traveling agent of the Live Poultry 
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Transportation Company, Chicago. Being away from home 
and family was so unsatisfactory that he became chief 
clerk to the traffic manager of the Prescott & North- 
western, Prescott, Ark. He next moved to Kansas City 
to fill the position of chief clerk to the assistant general 
freight agent of the M., K. & T. He was with that road 
about eight years as chief clerk and contracting agent 
and resigned recently to accept his present position. 


F. J. Hoffman has been appointed executive secretary 
of the traffic and industrial bureau of the Scranton Board 
of Trade. 

A. A. Gordon, traffic manager for L. Sonneborn Sons, 
Inc., New York, has resigned to become traffic manager 
for the American Waste and Metal Company, Norwich, 
Conn. 

William H. McCloud has been promoted to the position 
of assistant to the president, in charge of traffic, of the 
Buick Motor Company, at Flint, Mich. George C. Conn 
has been appointed general traffic manager, succeeding 
Mr. McCloud. 


John B. Large was born in Philadelphia, Pa., Aug. 18, 
1882. He entered the service of the Pennsylvania Railroad 
October 7, 1902, as clerk 
at Germantown Junction, 
and in the summer of 
the following year he 
was transferred to the 
rate room in the general 
office at Broad _ street 
station. May 1, 1906, he 
was prometed to travel- 
ing freight solicitor, Bos- 
ton district; Oct. 1, 1907, 
he was made _ district 
freight solicitor at Prov- 
idence, R. I.; Feb. 1, 

1910, he was promoted 

to freight solicitor at 

Reading, Pa., and May 

8, 1912, he was ap- 

pointed division freight agent of the Erie and Northern 
divisions, with headquarters at Erie. March 1, 1916, he 
was appointed division freight agent at Buffalo, N. Y., and 
Oct. 15, 1917, he was promoted to assistant general freight 
agent, Broad street station, Philadelphia, Pa. 


G. N. Snider is appointed coal traffic manager of the 
New York Central Railroad Company, with headquarters 
at New York, vice F. E. Herriman, who is assuming duties 
on the president’s staff. 

F. B. Rowley, commercial agent of the New York Cen- 
tral Railroad and the New York Central Fast Freight 
Lines at Minneapolis, Minn., has been promoted to assistant 
general freight agent of the New York Central Railroad 
at Chicago. A. L. Evans succeeds Mr. Rowley at Min- 
neapolis and A. C. Lawson has been appointed commercial © 
agent at Salt Lake City, Utah, vice W. L. Greiner, pro- 
moted to westbound agent of the Merchants Despatch at 
Chicago. 

W. G. Holly has been appointed commercial agent of 
the Macon, Dublin & Savannah, with headquarters at At- 
lanta, Ga., vice E. G: Tucker, assigned to other duties. 

W. R. Daniels, traveling freight agent of the Texas & 
Pacific at Dallas, Tex., has been appointed division freight 
agent at El Paso, Tex., in place of D. L. Ray. R.S. Norton 
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has been appointed commercial agent at San Francisco, 
Cal., succeding W. J. Moylan, resigned. 

F. H. Cromley, contracting freight agent for the Dela- 
ware, Lackawanna & Western Railroad, has accepted a 
position as assistant manager for Davies, Turner & Co., 
foreign freight contractors. 

Leo J. Witting has been appointed freight solicitor of 
the Pennsylvania Railroad, Lines West, in connection with 
the Louisville, Ky., agency, in place of F. J. Leahy, fur- 
loughed to enter military service. R. H. Bailey has been 
appointed passenger and freight solicitor in connection 
with the Winnipeg, Man., agency, succeeding Keith Wat- 
son, resigned. 

M. K. Stephens, in addition to his duties as auditor of 
the Anthony & Northern, has assumed the position of 
traffic manager, in place of R. H. Singleton, with office 
at Hutchinson, Kan. 

J. T. Freeman has been appointed auditor and general 
freight and passenger agent of the Brownwood North & 
South, with office at Brownwood, Tex., succeding H. M. 
Grizzard. 

Newell K. Corbett, traffic manager for the Green Engi- 
neering Company, East Chicago, died October 5. 

Manager Elmer E. Mote of the Pacific Car Demurrage 
Bureau, San Francisco, died at his home in San Francisco 
October 19. He had been connected with car demurrage 
work for many years, beginning in Kansas City, Mo., and 
had made for himself a considerable reputation for ability. 

E. D. Chassell has resigned his position as railroad 
commissioner of Iowa, to go to Chicago to assume the 
duties of secretary-treasurer of the Farm Mortgage Bank- 
ers Association of America. The resignation will take 
effect November 5. 

At the meeting of the Traffic Club of New York October 
30 there will be an address by T. C. Powell, vice-president, 
Southern Railway System, on “Scientific Marketing.” The 
report of the special committee, appointed to investigate 
pier congestion and delays to vehicles receiving and de- 
livering freight will be open for further discussion. 


FREE TIME ON COAL 


The Traffic World Washington Bureau. 

Arguments for and against the proposed reduction of 

the free time on tidewater coal, from seven to three days, 

by tariffs suspended in I. and S._No. 1060, were made 

October 24 by A. H. Elder and W. A. Parker, for the rail- 

roads, and G. W. Jackson, W. A. Glasgow, A. G. Dickson 
and E. S. Allen, for the shippers. 


The shippers contended that they detain cars at the 
ports no more than is absolutely necessary and that most 
of the detention is caused by the irregularity of service 
by the railroads. Their barges, they said, are detained by 
the failure of coal to arrive with regularity and the im- 
position of demurrage, after three days’ free time, would 
not increase the efficiency of the cars. 

In his analysis of the protests, Mr. Parker said the 
Spreckels Sugar Refining Company is the only real con- 
sumer of coal that objected; that the other protestants are 
brokers who sell, either while the coal is in transit or 
after it has arrived at the ports. He said they ask for 
long free time because they have either no storage places 
or that such as they may have are too small. He said 
the detentions are due, not to faults of the railroad serv- 
ice, but to commercial conditions. 

“When you find detention increasing when the market 
is dull and decreasing when it is brisk you must infer 
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that the detention is due to commercial conditions ang 
not to deficiencies in the transport,” said Mr. Parker. 

E. S. Allen said that there is not land enough in New 
York to store the coal that is needed in that city; that 
the present way of handling coal was sanctioned and 
encouraged by the railroads; and that any material change 
in conditions means simply the elimination of some people 
now engaged in the coal business. 


RELIEVING SUGAR SHORTAGE, ETC, 


“The railroads are doing their bit to relieve the sugar 
shortage,” said Fairfax Harrison, chairman of the rail- 
roads’ war board, October 24. “Telegrams just received 
from the Sunset Central, the Texas & Pacific and other 
railroads in the sugar cane belt state that a sufficient 
number of empty cars are available throughout Louisiana 
and other cane-growing territory to handle the entire cane 
crop. 

“Hundreds of cars have also been moved into the north- 
west to protect the sugar beet crop, which is already 
moving. An adequate supply of cars is also on hand to 
move the northwest potato crop. 

“In Texas the railroads are bending every energy to 
protect the cattlemen from loss of live stock because of 
drought. Thousands of heads of cattle were moved from 
eastern Texas last week into more fertile pasturage, and 
hundreds of stock cars are now being rushed into the 
southwestern part of the state in order to make possible 
a similar movement of cattle there. 


“In its efforts to get empty freight cars into the dis- 
tricts where they are most needed, the railroads’ war board, 
acting through the commission on car service, has moved 
156,850 empty cars from one railroad to another, irre- 
spective of ownership, since the first of May. The orders 
for these cars since September 1 number 8,905. 


“The lines to which ‘empties’ have been sent-this month, 
and the number of cars assigned to each, are as follows: 
New York Central, 1,000 cars; Louisville & Nashville, 
1,100 cars; Canadian Pacific, 1,000 cars; San Antonio & 
Aransas Pass, 150 cars; Gulf Coast Lines, 310 cars; 
Louisiana & Arkansas, 68 cars; Louisiana Railway & Navi- 
gation Company, 17 cars; Grand Trunk, 500 cars; Noroflk 
Southern, 550 cars; Atlantic Coast Line, 1,500 cars; South- 
ern Railway, 260 cars; St. Louis Southwestern, 400 cars; 
Chicago, Terre Haute & Southeastern, 200 cars; Mobile & 
Ohio, 300 cars; Texas & Pacific, 100 cars; Seaboard’ Air 
Line, 300 cars; El Paso & Southwestern, 200 cars; Pitts- 
burgh & Lake Erie, 500 cars; Meridian & Memphis, 150 
cars; Tennessee Central, 100 cars; Red River & Gulf, 100 
cars, and Sunset Central, 100 cars.” 


CAR SURPLUSES AND SHORTAGES 


The Traffic World Washington Bureau. 

Fairfax Harrison, chairman of the railreads’ war board, 
has issued a statement to the effect that the railroads of 
the country report that on October 1 the excess of unfilled 
orders from shippers for freight cars over and above the 
idle cars at different points numbered 70,380. 

“This is the figure which has been commonly, but in- 
accurately, referred to as car shortage,” he says. 

“This compares with the excess of unfilled car requisi- 
tions amounting to 77,682 on July 1; 33,776 August 1; 
34,065 on September 1. 

“The actual number of unfilled car orders on October 
1 was almost identical with the number on October 1 
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last year, the figures being 94,572 for Oct. 1, 1917, and 
94,854 for Sept. 30, 1916. 

“The difference in the excess of unfilled orders over 
idle cars for the two years is accounted for by the fact 
that on Sept. 30, 1916, as many as 34,157 cars were idle, 
whereas on Oct. 1, 1917, only 24,192 were reported as 
idle, thus indicating a more efficient use of the available 
equipment on the part of the railroads. 

“Returns to the railroads’ war board show that the 
actual number of cars and locomotives now in service on 
American railroads is only slightly in excess of the number 
at this time last year. 

“The war board on October 10 had been in existence 
exactly six months and the returns just at hand show 
that during that period the railroads of the country have 
rendered upward of 15 per cent more service than they 
did during the same period last year with practically the 
same plant. 

“The outstanding feature of the present situation is the 
degree to which the railroads are co-operating whole- 
heartedly with one another and with the railroads’ war 
board in the effort to produce a maximum of transporta- 
tion efficiency. As the demands upon the railroads inci- 
dent to the war are apt to increase, the need for the utmost 
co-operation on the part of all concerned will become 
increasingly greater.” 


EXPRESS COMPANY REVENUES 


The Traffic World Washington Bureau. 

The Commission October 20 gave out a summary of 
the results of operations on the principal express lines 
for June. It shows for the country as a whole a decrease 
in the operating income from $614,383 to $117,180. The 
results for the various companies were as follows: 

Adams increased its deficit from $15,534 to $171,004; 
American, a decrease from $233,104 to $129,675; Canadian, 
a decrease from $21,050 to $8,988; Great Northern, an 
increase from $10,784 to $43,396; Northern, an increase 
from $32,930 to $53,204; Southern, a decrease from $115,- 
920 to $27,409; Wells Fargo, a decrease from $207,618 to 
$200,645; and Western, an increase from $8,325 to $23,464. 

For the six months period the income of the companies 
decreased from $4,393,996 to $1,561,377. For each company 
the result was as follows: Adams, from a positive of 
$612,453 to a deficit of $612,812; American, decreased from 
$1,376,131 to $587,549; Canadian, decreased from $105,816 
to $63,389; Great Northern, an increase from $60,164 to 
$114,490; Northern, an increase from $83,814 to $124,531; 
Southern, a decrease from $876,281 to $784,139; Wells 
Fargo, a decrease from $1,261,485 to $457,047; and West- 
em, an increase from $16,468 to $43,093. 


THE BITUMINOUS COAL SITUATION 


“Statistics furnished by the government show an in- 
crease of approximately 10 per cent in bituminous coal 


during the past eight months. A conservative estimate of 
the amount needed to supply this country’s needs during 
the present strenuous period shows that an increase of 
from 30 to 40 per cent is required,” says E. A. Niel, coal 
freight agent of the Buffalo, Rochester & Pittsburgh Rail- 
Way. He sees no mystery in the present coal shortage, 
and cites statistics to prove that it is brought about by 
the workings of the law of supply and demand. “It is 
true,” he says, “that the railroads of this country are han- 
dling the greatest coal tonnage in their history. During 
the month of August the Buffalo, Rochester & Pittsburgh 
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handled a tonnage nearly 8 per cent greater than in the 
same month of the previous year. The eight months ending 
with August, 1917, showed a greater increase than the 
figures cited over the same eight months of 1916, and 
surpass the tonnage of bituminous coal carried during 
that period of 1915 by over 42 per cent. 

“But if it is true that coal tonnage has increased, it is 
also true that it has not kept pace with consumption. In- 
dustries that formerly worked 8 to 10 hours a day are now 
working the full 24, and plants that had been idle for 
years have resumed operation on full time. The demand 
for coal has increased wonderfully.” 

Increased production, according to Mr. Niel, is, in a 
large measure, the solution of the problem. That produc- 
tion nas not increased to the necessary extent has been 
due to labor conditions, car shortage, and, not least in im- 
portance, the drastic price-fixing policy of the government. 
“We will all agree,” says Mr. Niel, “that government con- 
trol is necessary over a commodity of the importance of 
that of bituminous coal, during the war canditions, but, 
unless such control is so directed as to stimulate produc- 
tion, promote the success of our industries and the com- 
mercial growth of the nation, and to insure to the ultimate 
consumer an adequate supply at a reasonable price, it will 
fail of its purpose. 

“The natural result of a price less than the average cost 
of production has been a lack of increased production and 
the forcing of delivery of all tonnage on contracts pre- 
viously made at higher prices. 

“Coal men are encouraged by the government’s action in 
granting increases over the first’ prices fixed in the Ken- 
tucky, Tennessee and Virginia fields. It is hoped that 
further investigation will show the wisdom of granting 
similar increases in other fields, and prove that the figures 
which the coal producers, after careful survey of the condi- 
tions, had voluntarily adopted were about right.” 


CLAIM FORM CONFERENCE. 


A meeting of the conference committee of the Freight 
Claim Association has been called by Secretary W. P. 
Taylor for with shipping interests and representatives of 
the Interstate Commerce Commission at the Vanderbilt 
Hotel, New York, Tuesday, November 27, at 2:30 p. m., 
concerning the forms used in connection with handling 
claims for concealed loss and damage. 


BAKER COMMENDS CARRIERS. 


“One million troops have been mobilized without the 
slightest disturbance to commercial traffic, and if the public 
knew what the railroads have done, the self-sacrifice, the 
long hours the various heads of the roads have put in, 
there would be no criticism, but instead the people would 
invite the railroads to ride upon their backs.” 

This was a statement made by Assistant Quartermaster- 
General Chauncey B. Baker in an address October 23 at 
the second annual banquet of the Washington Passenger 
and Ticket Agents’ Association. 


TELEPHONE OPERATION. 

The monthly return for April of the results of operation 
of the large telephone companies, promulgated October 
18, shows an increase in the number of company stations 
from 6,743,132 to 7,448,965; the operating revenue in- 
creased from $22,831,382 to $26,331,356; expenses from 
$14,813,921 to $17,748,124; and the net operating revenue 
from $8,017,861 to $8,383,226, and operating income from 
$6,643,342 to $6,817,656, or 6.3 per cent. 
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| Digest of New Complaints| 


Nos. 7355, 7472 and 7480. Indianapolis Chamber of Commerce 
vs. C. C. C. & St. L. et al. 

Petition of defendants for rehearing and reargument. 

No. 9754. kdw. Potwood vs. N. P. Ry. Co. 

Alleges that defendant erected, or permitted to be erected, 
warehouse on their right of way in Spokane, Wash., and 
have leased the same at illegal and nominal rental to com- 
plainant’s competitors, thereby unjustly discriminating 
against complainant. Asks for reparation. 

-. 9770. , oe & Co., Austin, Minn., vs. C. G. W. R. R. 

o. et al. 

Alleges that combination on Chicago on fresh and cured 
meats and other packing house products between May 13, 
1915, and May 1, 1917, from Austin, Minn., to points east of 
the Indiana-lIllinois state line were unjust and unreasonable 
and unduly discriminatory as compared with rates from 
Mason City and other Iowa points. Asks for reasonable rates 
and reparation. 

No. 9765, Sub. No. 1. Beaumont (Tex.) Chamber of Commerce 
et al. vs. Beaumont, Sour Lake & Western et al. 

Against a rate of 20 cents on clean rice from Beaumont to 
New Orleans as unjust and unreasonable. Asks for a just 
and reasonable maximum rate and reparation. 

No. 9806, Sub. No. 1. E. T. Stokes et al., Evanston, Ill, and 
elsewhere, vs. Pennsylvania et al. 

Unjust and unreasonable rates on Pocahontas coal from 
Cumberland-Piedmont, Pittsburgh, Youghiogheny and West 
Virginia, Pocahontas, Thacker and Clinch Valley to the Em- 
erson street tracks, Evanston, the rates being made up of 
the through rate to Chicago plus a local of 40 cents to 
Evanston. Ask for the inclusion of Evanston in the 100 per 
cent group, which percentage is applied to other commodi- 
ties, and reparation. 

No. 9849. E. I. Du Pont de Nemours & Co., Wilmington, vs. 
Western of Alabama et al. 

Against a rate of 47.4 cents on sulphuric acid in tank cars 
from Montgomery, Ala., to Hopewell, Va., as unjust and un- 
reasonable.. Asks for a through rate not exceeding $4.80 per 
net ton, and reparation of $1,460.96. 

No. 9849, Sub. No. 2. E. I. Du Pont de Nemours & Co. vs. 
&. © L. et al. 

Against a rate of $3.50 per net ton from Charleston, S. C., 
to Hopewell. Asks for a rate not exceeding $3.10 and repara- 
tion amounting to $10,021.95. 

No. 9849, Sub. No. 3. E. I. Du Pont de Nemours & Co. vs. 
S. A. L. et al. 

Against a rate of $3.58 per net ton from Charleston to 
Hopewell. Asks for a rate of $3.10 and reparation. 

No. 9849, Sub. No. 4. E. I. Du Pont de Nemours & Co. vs. 

L. & N. et al. 

Against a rate of $6.10 from Pensacola to Hopewell. Asks 
for a rate of $5.60. 

No. 9849, Sub. No. 5. E. I. Du Pont de Nemours & Co. vs. 

S. A. L. et al. 

: a rate of $4.10 from Savannah. Asks for a rate of 


$3.70. 
No. 9849, Sub. No. 6. E. I. Du Pont de Nemours & Co. vs. 
A. CG. Ea Ot al. 

Against rates of $4.10 and $5 from Savannah. 
rate of $3.70 and reparation. 

No. 9849, Sub. No. 7. E. I. Du Pont de Nemours & Co., Wil- 
mington, Del., vs. L. & N. R. R. Co. et al. 

Unjust and unreasonable rate of $6.10 per net ton on tank 
car shipments of sulphuric acid, Pensacola, Fla., to Hope- 
well, Va. 

No. 9865. Sheboygan, Wis., Association of Commerce vs. C. & 
N. W. et al. 

Against the group construction of rates between Sheboygan 
and points in Illinois as unjust and unreasonable and unduly 
discriminatory in that they exceed the aggregate of inter- 





Asks for a 


mediates based on Milwaukee to Cairo and other points in 


Illinois. Asks for just and reasonable rates. 
om oe. ~ City (Ia.) Seed and Nursery Co. vs. A. T. & 
. ©. ot al. 


Against a rate of 87 cents on Soudan grass seed from Lub- 
bock, Tex., to Kansas City, as unjust and unreasonable and 
unduly discriminatory. Asks for the application of a 40 
cent rate. 

No. 9868. Michigan Ry. Co., Kalamazoo and Grand Rapids, vs. 
Michigan Central. 

Against a refusal of the respondent to make joint rates be- 
tween Kalamazoo and Chicago. Asks for such through route 
and joint rate arrangement. 

No. 9869. Cape Girardeau (Mo.) Commercial Club et al. vs. 
Illinois Central et al. 

Against a rate of 90 cents a ton on soft coal from points 
in the southern Illinois field to Cape Girardeau as unjust 
and unreasonable. Ask for a rate not exceeding 60 cents and 
reparation. 

No. 9869, Sub. No. 1. Cape Girardeau (Mo.) Commercial Club 
et al. vs. C. & E. I. et al. 

Against a rate of 90 cents a ton on soft coal: from points 
in the southern Illinois field to Cape Girardeau as unjust 
and unreasonable. Ask for a rate not exceeding 60 cents 
and reparation. 

No. 9870. Klamath Commercial Club Business Men’s Assn. vs. 
Southern Pacific. 

Unreasonable, unjust, preferential and discriminatory C. L. 
and L. C. L. class rates between Klamath Falls and Califor- 
nia points, rates being on full combination of locals on 
Weed, Cal. Asks for cease and desist order and the appli- 
cation of the current Western Classification ratings between 

all points in California, San Francisco, San Jose and north 
thereof, to and including the California-Oregon state line 
and Klamath Falls, and reparation. 
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= , eventos Powder Co., Wilmington, Del., vs. N. ¢& 
- ot al. 

Unjust and unreasonable rates on wet nitro-cellulos« from 
Lake Junction, N. J., to Hopewell, Va., due to the absence 
of a classification rating. Asks for a rate of 42 cenis ang 
reparation. 

No. 9872. The Central Foundry Co. (Corporation), Holt, Ala, 
vs. L. & N. et al. P 

Unjust and unreasonable rates and charges on cast iron pipe 
from Holt to South Seattle, Wash., by reason of alleged 
misrouting. Asks for cease and desist order and reparation, 

No. 9873. Farmers’ and Ginners’ Cotton Oil Co., Birmingham, 
Ala., vs. A.:S. et al. 

Against a rate of 31.4 cents on cottonseed hull shavings 
to Hopewell as unjust and unreasonable and discriminatory 
in favor of Memphis. Asks for reasonable rate of 24 cents 
and reparation. 

No. 9874. George C. Holt and B. B. Odell, receivers of the 
48tna Explosive Co., New York, vs. C. & E. I. et al. 

Against a rate of 41 cents on five carloads of sulphuric 
acid from Fayville, Ill., to Ishpeming, Mich. Ask for a rate 
of 25 cents and reparation. 

No. 9875. Brinkly-Douglas Fruit Co., Pueblo, Colo. vs. St, 
L.-S. F. et al. 

Unjust and unreasonable charges of 51 cents on C. L. ship- 
ments of watermelons from Cement, Okla., to Rocky Ford, 
Colo. Asks for a cease and desist order and reparation. 

No. 9876. Humphrey Brick and Tile Co., Brookville, Pa., vs, 
P._R. R. Co. et al. : 

Unjust and unreasonable rates on hollow building blocks 
from Brookville to New York and other eastern seaboard 
cities, and discriminatory in favor of manufacturers at other 
Pennsylvania points. Asks for rates not in excess of those 
from other points. 

No. 9877. Leo Albrecht and the Board of Railroad Commis- 
sioners of S. D., Dempster, S. D., vs. Northern Pacific et al. 

Unjust and unreasonable rates on stock sheep, C. L., dou- 
ble deck, between points in Montana for fattening in South 
Dakota for shipment beyond, and against yardage at Chicago. 
Asks for just and reasonable maximum rates, rules and 
regulations, joint through routes and rates, the privilege of 
stopping in transit at South Dakota stations, and reparation. 

No. 9878. Ida S. Graustein, Cambridge, vs. B. & M. 

Against unjust and unreasonable rates on milk from points 
in Vermont and New Hampshire to Boston, resulting from a 
.failure to furnish proper cars for complainant while fur- 
nishing such proper equipment for competitors; against re- 
fusal to furnish reasonable and proper train service, the 
respondent giving complainant a pick-up service while giving 
a through service to competitors; against a failure to return 
empties and carry caretakers, such service being furnished 
to other shippers. Asks for reparation amounting to $65,000. 
No. 9879. The Fort Smith (Ark.) Spelter Co. vs. Arkansas 
Central et al. Against a rate of 33 cents on coke breeze 
from Chattanooga to South Fort Smith as unjust, unreas- 
onable and unduly prejudicial. Asks for a combination rate 
of $1.25 per net ton and reparation. 

No. 9880. Fort Smith (Ark.) Commission Co. vs. K. C. South- 
ern et al. 

Against a rate of 27 cents on sweet potatoes from Darde- 
nelles, Ark., to Joplin, Mo. Asks for a rate of 22 cents and 
reparation. 

No. 9881. C. and J. Michel Brewing Co. et al., La Crosse, Wis., 
vs. C. M. & St. P. et al. : 

Against a rate of 20 cents on carbonated, non-alcoholic 
cereal beverages from La Crosse to Sioux Falls, S. D., as 
unjust and unreasonable. Asks for a rate not to exceed 6.5 
cents and reparation. 

No. 9882. American Window Glass Co., Pittsburgh, vs. West- 
ern Maryland et al. 

Unjust and unreasonable rates in glass sand from Hancock 
and Berkeley Springs, W. Va., to points east of Pittsburgh, 
in that they exceed the rates from the same points of origin 
to destinations west of Pittsburgh, as unjust and unreason- 
able. Asks for a rate not to exceed $1 per ton between the 
points named and a commodity rate on glass sand from 
points in Maryland and reparation amounting to $25,000. 

No. 9883. Dewey (Okla.) Portland Cement Co. vs. A. T. & S$. 

F. et al. 

Against a rate of 60 cents on slack, nut, pea and _ mill coal, 
charged by the A. T. & S. F. and the M. K. & T., and 8 
cents, joint rate, on St. L.-S. F. and M. K. & T. from the 
Pittsburg district in Kansas, as unjust and unreasonable. 
Asks for through routes and reasonable joint rates an 
reparation. 

No. 9884. Eastern Car Co., Ltd., New Glasgow, Nova Scotia, 

Canada, vs. Canadian Government Rys. et al. : 

Unjust and unreasonable rates and charges on thirty car- 
loads of lumber from points in Georgia, Florida and Alabama 
to New Glasgow. Asks for reparation. 

No. 9885. Feeders Supply Co., Kansas City, Mo., vs. C. B. & Q. 

Unjust and unreasonable rates on cottonseed hull_ bran 
from East St. Louis to Kansas City. Asks for just and rea- 
sonable rates and reparation. 

No. 9886. Chamber of Commerce, Monroe, La., vs. Ark. & La. 

Midland et al. : 

Unjust and unreasonable class and commodity rates be- 


tween Monroe and southern Arkansas points. Asks for just, 
reasonable and non-discriminatory rates. 
No. 9896. International Paper Co., Bellows Falls, Vt., vs. B: 


M. 


Unjust and unreasonable L. C. L. rates on paper boxboard 
and wood pulpboard from Bellows Falls to points in Maine 
and Massachusetts. Asks for just and reasonable rates an 
reparation. : ; 

No. 9897. John Y. Hite and Louis Raffetto, New York, V® 
Central of N. J. 
Unjust and unreasonable demurrage charges on coal at 
Elizabethport, N. J., by reason of alleged failure of carrie! 
to load coal into barges. Asks for reparation. 
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POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DE- 
MAND and THE TRAFFIC WORLD is the logical medium for 
getting the men and the positions in touch with one another. 
The rates for classified advertisements are as follows: Five 
cents per word first insertion, three cents per word second in- 
sertion and two cents per word for each additional insertion, 
payable in advance. Answers to keyed advertisements for- 
warded free and all correspondence held in strict confidence. 
THE TRAFFIC WORLD, 418 South Market Street, Chicago, Ill. 


SS 

SITUATION WANTED—An experienced man in transporta- 
tion and traffic,. desires connection with an industrial concern 
or can operate small road. Good references; no bad habits. 
Address E., care Traffic World, Chicago. 


POSITION WANTED by competent traffic man. 
two and married. Twelve years’ railroad experience. r 
stand tariffs, claims, Commission’s rules, and thoroughly quali- 
fied to fill any traffic position. Will accept favorable railroad, 
steamship or industrial offer that promises opportunity in 
larger field. Address S. A. 21, care Traffic World, Chicago. 


WANTED—Traffic Manager, now employed, desires connec- 
tion with another road or industry; experienced, energetic, and 
will give satisfaction. Address D. C. P., care Traffic World, 
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MANAGER—Competent ‘Short Line’ 
taking charge, wishes to locate with a progressive ‘Short 
Line.” Location immaterial; thoroughly conversant -with 
“Short Line’? methods, organization and accounting. Address 
Manager, care Traffic World, Chicago. 


manager. Capable of 





WANTED—Position, by an energetic, successful Traffic Man- 
desiring to enlarge -his opportunities, 35, married. 
Twelve years’ experience in traffic departments of railroads and 
Thoroughly understand rates, routings, 
claims and Interstate Commerce rules and regulations. Can 
furnish Al references. Will locate anywhere. Answer K. P. 49, 
The Traffic World, Chicago. 


TRAFFIC ORGANIZATIONS 


THE NATIONAL INDUSTRIAL TRAFFIC LEAGUE—ObDject: 
The object ef this league is to interchange ideas concerning 
to co-operate with the Interstate Commerce 
state railroad commissions and transportation 
companies in promoting and securing better understanding by 
the public and the state and national governments of the needs 
e traffic world; to secure proper legislation where deemed 
necessary, and the modification of present laws where consid- 
ered harmful to. the free interchange of commerce; with the 
view to advance fair dealing and to promote, conserve and pro- 
tect the commercial and transportation interests. 


Headquarters—Tacoma Bldg., 5 North La Salle St., Chicago. 


a Ce A ON 
Manager Traffic Department, Cincinnati Chamber of Ccom- 
merce and Merchants’ Exchange. 


ES 
Manager Transportation Department, Boston Chamber of 
Commerce. ' 





a 


Oscar F. Bell .......cccceeescccccccccces see SeCrEtary-Treagurer 
7 Gane Company, 836 South Michigan: Avenue, Chi- 
cago, Ill. 


BF, LMCOY ..cccccccccccccccccccccccccccces Assistant Secretary 
5 North La Salle Street, Chicago, Ill. zs 


MANUFACTURERS’ ASSOCIATION, In Charge of Traffic of 
Industries Located at Sterling and Rock Falls, Ill. 





Ie MINIT 5s'0:5:0:b 5d wrororstaceinsna'e Gai: 4b weave meee a 
» W. _ aa nn ane, en 
P. W. Dill vi President 
W, J. Burleigh ..... eks6 oa hea acepterneaion wae aneine an -Treasurer 
ME MMMM c Cardic-crw/iu beaded mleianteawloeareesitns an Deen "anager 


AH correspondence relative to movement of traffic to or from 
Sterling and Rock Falls, Ill., should be addressed to the Traffic 
Manager, General Offices, Lawrence Building, Sterling, Ill. 





WE LEASE TANK CARS 
ALL STEEL MODERN EQUIPMENT 


LIQUIDS DESPATCH LINE 


2500 S. Robey St., Chicago, Ml. 


FOR SALE. 


Two cars of good No. 2 Cedar ties. 


Bargain if taken 
at once. 


L. E. Pearson, Edwardsburg, Mich. 
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No. 
ia 2. & St. B. 
Unjust and unreasonable charges on alcohol to Mt. Union 


9888. gag yF Peerless Distilling Co., Henderson, vs. 
et al. 
and Emporium, Pa. 
and reparation. 


“~ gt _— Smith Commission Co., Ft. Smith, Ark., vs. K. 
. S. et al. 
Against a rate of.61 cents on potatoes from Grand Forks, 
N. D., to Spiro, Okla., as unjust and unreasonable. Cease 
and desist order asked for. 


-~. —_ eee Wilke, Montgomery, Ala., vs. C. & A. R. R. 
o. et al. 

Against a rate of $152 from Kansas City and $195 from 
Grand Island, Neb., on shipments of horses and mules to 
Montgomery as unjust and unreasonable and unduly dis- 
criminatory as compared with rates to St. Louis. Cease and 
— =. the establishment of just and reasonable rates 
asked for. 


No. 9891. The Moreno-Burkham Construction Co., St. Louis, 
vs. Hl. Cent. et al. 

Unjust and unreasonable rates on shipments of ditching 
machinery from Macomb, Miss., to Memphis. Just and rea- 
sonable rates asked for and reparation. 

= 9892. Sa D. Hollingshead Co., Chicago, vs. C. & E. I. Ry. 

Oo. et al. 

Unjust and unreasonable rates and charges on shipments 
of oak staves from Ashdown, Ark., to Thebes, to be recon- 
signed to Bayonne, N. J., growing out of embargo situation. 
Cease and desist order and reparation asked for. 

No. 9893. Hennessey & Co., Butte, Mont., vs. Butte, Anaconda 
& Pacific Ry. Co. 

Against a rate of 85 cents per 100 pounds on carload ship- 
ments of sugar from San Francisco and other California 
points to Butte, Mont., as unjust and unreasonable. Asks for 
a rate not to exceed 55 cents and reparation. 

No. 9894. The Procter & Gamble Mfg. Co., 
r. Bw. BR. Cu. Gf me. ‘ 

Against a rate of 23 cents per net ton on crushed stone 
from Lambertsville, N. J., to Port Ivory, S. I. Cease and 
desist order and reparation asked for. 


No. 9895. Foundry Supply Mfrs. Assn., 
where, vs. B. & O. R. R. Co. et al. 
Unjust and unreasonable rates on foundry facings and 
foundry core compounds between points in Official Classifi- 
cation territory. Cease and desist order, the establishment 
of just, reasonable and non-discriminatory rates asked for. 
No. 9898. White, Pevey & Dexter et al. vs. €& R. I. & P. 
Ry. Co. et al. “i 
Unjust and unreasonable rates in Western Classification 
territory on shipments of live stock based on declared values 
under tariffs effective Oct. 15, 1915, and against the absence 
of joint through rates. Cease and desist order, the estab- 
lishment of maximum rates, reasonable rules and vegulations 
and reparation. 


No. 9899. Crown Willamette Paper Co., San Francisco, vs. 
Houston & Brazos Valley Ry. Co. et al. 

Against rates on_ sulphur from Sulphur Mine, La., to points 

in Washington and Oregon as unjust, unreasonable and dis- 


Asks for reasonable maximum rates 


Cincinnati, vs. _ 


Cleveland and else- 


Hotel Powhatan 


WASHINGTON, D. C. 


Pennsylvania Avenue, H and 
Eighteenth Sts., NM W. 


Overlooking the White House, 


offers every comfort and luxury, 


also a superior se 
an. 
Roeme, detached bath, 
$1.50 and up 
Roems, private bath, 
$2.50 and up 
Write for Souvenir Booklet and Map 


£.C. OWEN, Maneger 


European 





Do Business by Mail 
It’s profitable, wit™ «accurate lists of prospects. Our catalogue 
contains vital information >-- Mail Advertising. 


Also prices and 
|. Such ass 
Fly Paper Mfrs. 
Foundries 





quantity on 6,000 national ma:*ing lists, 997% 
War Material Mfrs. Wealthy Men 
Cheese Box Mfrs. Ice Mfrs. 

Shoe Retailers Doctors Farmers 
Auto Owners Axle Grease Mirs. Fish Hook Mfrs, 


Write for this valuable reference bck. Also prices and 
samples of Fac-simile Letters. 
Have us write or revise your Sales Letters, 
Ross-Gould, 121 P Olive Street, St. Louis. 


Ross-Gould 


Mailing 


Lists 









_ St.Louis 
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criminatory. Cease and desist order asked for and the es- 
tablishment of maximum rates and reparation of $19,392.44. 

No. _ San Antonio (Tex.) Freight Bureau vs. I. & G. N 
et al. 

Against a rate of 31 cents on structural iron, as a propor- 
tional rate, on shipments originating in Mexico and entering 
the United States via Laredo. Asks for just and reasonable 
rates. 7 

No. 9901. The Germain Co., Pittsburgh, vs. A. C. L. et al. | 

Unjust and unreasonable rates on yellow pine from points 

in Florida, Alabama, Louisiana and Mississippi to points in 


Canada. Asks for reasonable rates and reparation. 
+n, re A ve Orleans Cypress Co., New Orleans, vs. A. T. 
. F. et al. 


Against a rate of 38 cents on cypress lumber and lath from 
New Orleans to Windom, Kan., as unjust and unreasonable. 
Asks for the application of an established rate of 28.5 and 
reparation 

No. 9903. The Charles Boldt Co., Cincinnati and Huntington, 
W. Va., vs. C. B. & Q. et al. 

Against a rate of 37.4 cents and a minimum of 30,000 pounds 
on empty glass bottles from Huntington to St. Paul and Min- 
neapolis as unjust and unreasonable inasmuch as they exceed 
the rates based on Danville, Ill. Asks for reasonable rates 
and reparation. 

No. 9904. W. J. Moxley et al., Chicago, vs. B. & O. et al. 

Against rules and regulations covering refrigeration of but- 
terine and other dairy products, ice and salt charges, etc., 
on shipments in Official Classification territory as unjust and 
unreasonable to the extent that they include refrigeration 
in addition to the first or second class rates applicable. Asks 
for a cease and desist order, reasonable rates, rules, regula- 
tions and practices and reparation amounting to $10,000. 

No. 9906. South San Francisco Chamber of Commerce, South 
Francisco, Cal., vs. Sou. Pacific. 

Unjust and unreasonable rules and regulations applicable 
to switching interstate carload freight at points within Cali- 
fornia. Ask for cease and desist order, the establishment of 
rates, rules, regulations and practices which shall be reason- 
able, just and non-discriminatory. 

No. 9907. Commercial Club of Omaha vs. B. & O. R. R. 
round trip passenger fares be- 


Co. et al. 
Unjust and unreasonable 
tween Omaha and Kansas City. Cease and desist order, the 
establishment of just and reasonable round trip rates asked 
for. 
No. 9908. Allegheny Ore and Iron Co. et al., Lowmoor, Va., 
and elsewhere, vs. C. & O. Ry. Co. et al 
Unreasonable and unjust rates on coke from Norf. & West- 
ern and C. & O. stations to points of destination in Virginia. 
Cease and desist order, the establishment of reasonable rates 
and reparation asked for. 
or ro R. O. Stough, Fort Smith, Ark., vs. K. C. S. Ry. Co. 
et al. 
Against combination rate of 68 cents on sweet potatoes 
from DeQueen, Ark., to Tulsa, Okla., as unjust and unrea- 


sonable. Cease and desist order, the establishment of just, 
reasonable and non-discriminatory rates and_ reparation 
asked for. 








os —_. Mobridge (S. D.) Grocery Co. vs. C. M. & St, p 
y. Co. : 
Unjust and unreasonable rates on merchandise, C. L.., from 


Chicago, Rock Island, Superior, Duluth, St. Paul, Minneapolis 
Minnesota Transfer, etc., to Mobridge. Cease and desist >rger 
and maximum rates asked for. 

No. 9911. Fort Smith (Ark.) Commission Co. vs. Midland va]. 
ley R. R. Co. et al. 

Against a rate of 53 cents per 100 pounds on potatoes 
from Webbers Falls to Shreveport, La., as unjust and un- 
reasonable. Asks for rate of 39 cents and reparation. 

No. 9912. Merchants’ Freight Bureau of Little Rock, Ark., for 
the Western Hide and Fur Co. vs. Missouri Pacific R. R. Co 

Against a rate of 29% cents per 100 pounds on green salteq 
hides from Memphis, Tenn., to Fort Smith as unjust and 
unreasonable. Cease and desist order, the application of a 
rate of 26 cents and reparation asked for. 

No. 9913. Coal Trade Bureau, Galesburg, Ill., vs. C. B. & Q 
R. R. Co. et al. 

Against the application of combination rates on bituminous 
coal from mines on the lines of C. B. & Q., M. & St. L. and 
the T. P. & W. roads in Illinois to points of destination jn 
Iowa, Minnesota and Wisconsin. Asks for the establishment 
of rates not to exceed the Peoria, IIll., rate. 

No. 9914. New Orleans Joint Traffic Bureau vs. Abilene & Sou 
Ry. Co. et al. ; 

Against a minimum weight of 36,000 pounds on sugar, ¢, L, 
from New Orleans to destinations in Texas in Leland’s 
I. C. C. No. 1122 as unjust and unreasonable. Ask for the 
establishment of a 30,000 pounds minimum or such other 
minimum as the Commission shall deem just and reasonable, 

No. 9915. Walter A. Zelnicker Supply Co., St. Louis, Mo., ys, 
T. & O. Central Ry. Co. et al. 

Unjust and unreasonable charges on shipments of old rail 
from Bowling Green, O., to Hudson, N. Y. Cease and desist 
order and reparation asked for. 


COMMISSION ORDERS. 

The Commission has postponed until Jan. 1, 1918, the 
effective date of its order in case 4611, Richmond Chamber 
of Commerce vs. S. A. L. et al. 

The Commission has postponed until further notice the 
effective date of its order in case 7704, Cumberland Trans- 
portation Co. vs. the C. O. & T. P. and the Cincinnati, 
Burnside & Cumb. Ry. Co., pending outcome of an ar- 
rangement by carrier suitable to complainant and com- 
mended by the Commission. 

The Meridian Traffic Bureau has been allowed to inter- 
vene in case 9332, Memphis Freight Bureau et al. vs. Il. 
Cent. et al. 








Note.—Items in the Docket marked with an asterisk (*) are 
new, having been added since the last issue of The Traffic 
World. Cancellations and postponements announced too late to 
show the change in this Docket will be noted elsewhere. 


October 29—Pittsburgh, Pa.—Examiner Thurtell: 
9803—Ewing B. Swaney vs. B. & O. R. R. Co. 
9796—Diamond Coal & Coke Co. vs. P. R. R. Co. et al. 


October 29—Philadelphia, Pa.—Examiner Mackley: 

9752—E. I. Du Pont de Nemours Powder Co. vs. Macon, Dub- 
lin & Savannah R. R. Co. et al. 

9752, Sub. No. 1—E. I. Du Pont de Nemours & Co. vs. South- 
ern Ry. Co. et al. 

9752, Sub. No. 2—E.. I. Du Pont de Nemours & Co. vs. Cen- 
tral of Georgia Ry. Co. et al. 

9752, Sub. No. 3—E. I. Du Pont de Nemours & Co. vs. Georgia 
R. R. Co. et al. 

9752, Sub. No. 4—E. I. Du Pont de Nemours & Co. vs. Cen- 
tral of Georgia Ry. Co. et al. 

9752, Sub. No. 5—E. I. Du Pont de Nemours & Co. vs. Georgia 
R. R. Co. et al. 

9752, Sub. No. 6—E. I. Du Pont de Nemours & Co. vs. A. C. 
L. R. R. Co. et al. 

9759—E. I. Du Pont de Nemours Powder Co. et al. vs. P. & 
R. Ry. Co. et al. 

9759, Sub. No. 1—E. I. Du Pont de Nemours Powder Co. et al. 
vs. P. & R. Ry. Co. et al. 


Octobér*29—Washington, D. C.—Examiner La Roe: 
ee Milling Co. et al. vs. Ann Arbor R. R. 
‘0. e . 
October 29—Argument at Washington, D. C.: 
6504—Cotton Manufacturers’ Assn. of South Carolina vs. C. C. 
C. & O. Ry. et al. 
9305—Fidelity Cotton Oil Co. et al. vs. A. & V. Ry. Co. et al. 
9310—Newport News Ship Building and Dry Dock Co. vs. 
Pp. R. B. Co. et al. 
9370—Charles Schaefer & Son vs. Long Island R. R. Co. 


October 29—Montgomery, Ala.—Examiner McGehee: 
9560—Meridian Traffic Bureau vs. Southern Ry. Co. et al. 





Docket of the Commission 









October 29—Kansas City, Mo.—Examiner Bartel: 
a a City Millers’ Club et al. vs. A. T. & S. F. Ry. 
‘o. et al. 
1. & S. Docket 889—Minimum weights on grain and flour. 
1. & S. 972—Minimum weights on grain and flour (No. 2). 
1. & S. 1037—Minimum weights on grain and flour (No. 3). 
. & S. 1052—Grain products, minimum weights. : . 
1. & S. 555—Rate increases in Western Classification terri- 
tory, which relates to minimum carload weights on inter- 
state shipments of grain. 


October 30—Atlanta, Ga.—Examiner Money: 
a A. Smith Cotton Product Co. vs. L. & N. R. R. Co. 
et al. 
9780—Empire Cotton Oil Co. vs. Atlantic Coast Line R. R. Co. 
9623—A. A. Smith vs. Atlantic Coast Line R. R. Co. 


October 30—Argument, Washington, D. C.: 
0484—H. P. Hood & Sons vs. Boston & Maine R. R. Co. et al. 
7803—Town of Torrington, Wyo., vs. C. B. & Q. R. R. Co. 


October 31—Washington, D. C.—Examiner La Roe: 

* 1. & S. 1112—Lumber from the southeast. 

October 3i—New York, N. Y.—Examiner Mackley: | 
9793—George C. Holt and Benjamin B. Odell, receivers, tna 

Explosives Co., Inc., vs. Sou. Ry. Co. et al. ; { 

9761—George C. Holt and Benjamin B. Odell as receivers 0 

4@tna Explosives Co., Inc., vs. Wabash Ry. Co. et al. 
9772—Andrew C. Martin vs. N. Y. N. H. & H. R. R. Co. 
9772, Sub. No. i—Koester & Wieners vs. N. Y. N. H. & H 


R. BR. Co. 
9772, Sub. No. 2—J. & G. Lippman, Inc., vs. N. Y. N. H. & 
H. R. R. Co. 


October 31—Argument, Washington, D. C.: 
ee Coal Corporation vs. L. & N. 
e § 
0349—Bryder Horse Shoe Co. vs. Lehigh & New England 
R. R. Co. et al. 


November 1—Washington, D. C.—Examiner Disque: 
71 & = 1131—Commodities between trunk lines and western 
points. 


R. R. Co. 
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—“s Trucking Costs 
oe If you are still moving your material by 


means of the old hand truck you are certainly 
keeping down your profits. 

18, the OR FOR Figure up your trucking costs,and compare 
hamber them with those where the Industrial Truck 
and Tractor is used. You will find that a 


tice the saving of 30 to 40% is shown in favor of the 
| Trans- Proposed Changes Industrial Truck. This is not unusual, for in 





\cinnati, many instances the saving is even still greater. 
7. bes Then look into the dependable every day 
na com- 


service the ‘** fronclad=Exide’’ battery is giv- 
— iS just one way ing to Industrial Truck users in many varied 
ee ee Seen SS industries throughout the country. You will 
F ° then appreciate why the ‘‘fronclad=Exide’’ 
in wh 1¢ h our battery is used by every manufacturer of 
LTT Industrial Trucks and Tractors in the country. 

Bear in mind where the moving of material 


| Speci al Service is concerned the Industrial Truck will move 


it with the greatest economy, and that where 





ct ‘ + - . 
rough usage such as Industrial Truck service 
D ¢ p a rt men t is a factor, the ‘*fronclad=Exide’’ battery is 
Ss. F. Ry the most dependable, most unfailing source 
fl : of power. 
oe is prepared to P 
No. ——__ 
eps THE ELECTRIC STORAGE BATTERY C0. 
a hl Ss e r V e y O U. The oldest and largest manufacturer of Storage Batteries in the country 
— 1888s PHILADELPHIA, PA. 1917 
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A. Ry. Co. 


46—Frank D. Miller vs. 


Southern Pacific et al. 


47—S. S. Steiner vs. 
Southern Pacific 


49—Carl Ullmann & Co. vs. 


R. R. Co. 


vs. P. C. C. & St. L. 


November 1—Argument at Washington, D. C.: 
section applications: 203, 204, 205—E. Morris, agent; 12— 
ware, Lackawann & Western R. R. Co.; 548—Lehigh & H. k. 
tember 15; 596—Cumberland Valley R. R. Co., September 
Boston & Maine R. R., September 19; 645—Boston & Maine 
709 and 711—D. L. & W. R. R. Co., September 20; 728, 730, 
Co., September 20; 761—Western Maryland, September 21; 
* 9023, Sub. No. 20—Emil Schwarz vs. G. H. & S. 
Ry. Co. et al. 
9023, Sub. No. 32—William H. Fitchard vs. C. M. & St. P. 
F. Ry. Co. et al.” 
May Co. vs. 
9023, Sub. No. 
9023, Sub. No. 
9678—Syracuse Chamber of Commerce, for the Will & Baumer 
9535—Syracuse Chamber of Commerce vs. N. Y. C. 
9645—Minneapolis Traffic Assn. vs. C. G. Ww. R. R. Co. et al. 
1. & S. 1071—Twin Cities switching. 
November 2—Tampa, Fla.—Examiner Money: 
* 1. & S. 837—Rice from Texas and Louisiana (No. 2). 
R. R. Co. et al. And the following 4th section applications 
Trunk Line, New England Freight Assn., C. F. A., West- 
P. Emerson, agent; 2045—Illinois Central R. R. Co.; 1951— 
Co.; 488—Morgan’s L. & T. R. R. & S. S. Co.; 458—N. C. & 
November 3—Green Bay, Wis.—Examiner Hilyer: 
* 9804—West Virginia Rail Co. vs. P. R. R. et al. 
9749—The West Virginia Rail Co. vs. Southern Ry. Co. et al. 
November 5—New Orleans, La.—Examiner Money: 
9737—Lyon Cypress Co. vs. 
Ry. Co. et al. 
November 6—Jackson, Miss.—Examiner Gibson: 
November 7—St. Louis, Mo.—Examiner Thurtell: 
9792—J. I. Lamb Co. vs. C. M. & St. P. Ry. Co. et al. 
\. & S. 668—Illinois grain. 
Erie ports to points in Ohio, West Virginia and Pennsyl- 
Ry. Co. et al. 
Pa. Co. et al. 


1. & S. 1016—Southwestern class case. 
1. & S. 1125—Eastern commodity case and the following 15th 
West Maryland Ry. Co.; 13—Boston & Albany R. R.; 62— 
N. Y. C. R. R. Co.; 66—Maine Central R. R. Co.; 75—Dela- 
Ry. Co.; 67—Maryland & Pa. R. R. Co., August 24; 27— 
Maine Central R. R. Co., August 20; 564—Erie R. R., Sep- 
19; 607—D. L. & W. R. R. Co., September 20; 626—P. Rh. R., 
September 20; 622—N. & W. Ry. Co., September 19; 644— 
R. R., September 20: 659—N. Y. C. R. R. Co., September 21; 
663, 664, 665, 667 and 668—B. & O. R. R. Co., September 21; 
731—B. & O. R. R. Co., September 25; 734, 739, 744—D. L. 
& W. R. R. Co., September 20; 745—Maine Central R. R. 
793—Erie, September 27. 
November 1—New York City—Examiner Mackley: 
et al. 
* 9023, Sub. No. 26—The E. Wattenberg Co. vs. G. H. & S. A 
* 9023, Sub. No. 29—Theodore Rosenwald vs. C. M. & St. P. 
Ry. Co. et al. 
Ry. Co. et al. 
9023, Sub. No. 37—Sigmund Ullmann et al. vs. A. T. & S. 
9023, Sub. No. 43—Charles S. 
et al. 
Western Pacific R. R. 
Co. et al. 
9023, Sub. No. 
et al. 
November 2—Syracuse, N. Y.—Examiner Mackley 
Go. ve. MT. C. RR. Ca. ot al. 
9618—Merrell-Soule Co. vs. B. & O. R. R. Co. et al. 
et al. 
November 2—Argument at Washington, D. C 
1. & S. 1041—Live stock from Nashville, Tenn. 
1. & S. 1011—Switching absorptions. 
November 2—Toledo, O.—Examiner Thurtell: 
1. & S. 1110—Toledo switching absorption. 
9625—A. J. Nye vs. Atlantic Coast Line R. R. Co. et al. 

November 3—Argument at Washington, D. C.: 

1. & S. 1099—Lumber to Sioux City, Ia. 

9515—Arkansas Rice Shippers’ Traffic Bureau vs. Ann Arbor 
involving charges on clean rice and rice products, all rail 
and rail and water from points in Arkansas to points in 
ern Trunk Lines and Oklahoma territories: 637 and 1618— 
F. A. Leland, agent; 1867—W. A. Hosmer, agent; 2194—W. 
K. C. S. Ry. Co.: 1952—Louisville & Nashville R. R. Co.; 
4218, 4219 and 4220—Mo. Pac. et al.; 2138—M. & O. R. R. 
St. L. Ry.: 799—St. L. & S. F. Ry. Co.; 4865 and 4944—St. 

S. W. Ry. Co.; 4964—St. L. S. W. Ry. Co. of Texas. 
a Bay Specialty Co. vs. New York & Long Branch 
R. R. Co. et al. 

November 5—Huntington, W. Va.—Examiner La Roe: 

* 9784—West Virginia Rail Co. vs. B. & O. R. R. Co. et al. 

November 5—Duluth, Minn.—Examiner Hillyer: 
9578—American Carbolite Sales Co. vs. Nor. Pac. Ry. Co. et al. 
9767—Wausau Southern Lumber Co. vs. Chicago & N. W. 

Ry Co. et al. 
Yazoo & M. V. R. R. Co. et al. 

November 5—Terre Haute, Ind. 
9804—Hall-Simmerman Coal Co. et al. 

November 6—Grand Rapids, Mich.—Examiner Mackley: 
9801—Loveland & Hinyan Co. vs. D. & H. Co. et al. 
9332—Memphis Freight Bureau et al. vs. Ill. Cent. et al. 
9516—Southeastern rate adjustment. 

* 9797—Robert Abeles et al. vs. A. & Wn. Ry. Co. et al. 

November 7—La Crosse, Wis.—Examiner Hillyer: 

November 7—Argument at Washington, D. C.: 
8347—Peoria Board of Trade vs. Santa Fe et al. 
|. & S. 751—Grain from Illinois stations via Peoria, III. 
6210—In the matter of rates on iron ore in carloads from Lake 

vania. 
as a a ta Sheet and Tube Co. et al. vs. L. S. & M.S 
6026—Wheeling Steel and Iron ce, vs. 
6027—Pittsburgh Steel Co. vs. L. S. & M. S. Ry. Co. et al. 
Briefs may be subeaitess . on or before October 31. 
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November 7—Natchez, Miss.—Examiner Money: 
9723—Natchez Chamber of Commerce et al. vs. St 
Iron Mountain & Southern Ry. Co. et al. 


November 7—Louisville, Ky.—Examiner La Roe: 
9517—Ohio Valley Coal Operators’ Assn. vs. Ill. Cent. R, 5 
Co. et al. 
9667—Ohio Valley L. & N 
Co. et al. 


November 8—Argument at Washington, D. C.: 
9389—State of Maryland et al. vs. Baltimore, Chesapeake & At. 
lantic Ry. Co. et al. 
9532—Birdsboro Stone Co. vs. Pennsyvlania R. R. Co. et al, 
9373—Cleveland Provision Co. vs. Ann Arbor R. R. Co». et aj, 
9383—National Live Stock Exchange vs. A. & V. Ry. Co. et a). 


November 8—New York, N. Y.—Examiner Disque: 
|. & S. Docket No. 1122—Machinery to Phillipsburg, N. J. 
1. & S. 1133—Car float service, New York harbor. 


November 8—Chicago, Ill.—Examiner Mackley: 
1. & S. 1118—Live stock loading and unloading charges. 
1. & S. 196—Advances on coal within Chicago switching dis- 
trict. 


November 8—St. Louis, Mo.--Examiner Thurtell: 
lt. & S. 1109—St. Louis switching. 

November 9—Argument at Washington, D. C.: 
.9169—National Live Stock Exchange vs. C. B. & Q. al. 
9169, Sub. No. 1—Cudahy Bros. Co. vs. C. & N. W. 


November 9—Chicago, Ill.—Examiner Mackley: 
8483—A. P. Green Fire Brick Co. vs. C. & A. R. R. Co. et al, 


Louis 


a] 


Coal Operators’ Assn. vs. 


1. & S. 1113—Grain to Mississippi Valley points. 
November 9—Texarkana, Ark.—Examiner Money: 
9687—Columbia Cotton Oil Co. vs. L. & N. W. R. 
November 10—Argument at Washington, D. C.: 
9259—National Live Stock Exchange vs. Abilene & Sou. et al. 
November 10—Chicago, IIl.—Examiner Mackley: 
9781—Swift & Co. vs. A. T. & S. F. Ry. Co. et al. 
9782—Swift & Co. vs. S. A. & A. P. Ry. Co. et al. 
November 10—Newport. Ark.—Examiner Money: 
9763—Batesville Excelsior Co. vs. M. P. R. R. Co. et al. 
November 10—Topeka, Kan.—Examiner Hillyer: 
8297—M. W. Cardwell vs. C. R. I. & P. Ry. Co. et al. 
November 12—St. Louis, Mo.—Examiner Thurtell: 
1. & S. 1119—Illinois-Arkansas grain. 
November 12—Birmingham, Ala.—Examiner La Roe: 
* 9788—Cleveland Lumber Co. vs. Ill. Cent. et al. 
November 12—Chicago. Ill.—Examiner Mackley: 
9770—Geo. H. Hormell & Co. vs. C. G. W. R. R. Co. et al. 
November 12—Kansas City, Mo.—Examiner Hillyer: 
a een Ward & Co. vs. P. C. C. & St. L. R. R. Co 
et al. 
9740—Neola Elevator Co. vs. M. P. Ry. Co. et al. 
9791—Beekman Lumber Co. vs. S. W. & S. R. R. Co. e 
November 12—Cincinnati, O.—Examiner Money: 
|. & S. 1107—Reconsignment Case No. 2. 
November 12—Boston, Mass.—Examiner Disque: 
1. & S. 1111—Anthracite coal. 
November 13—Chicago, I]l.—Examiner Mackley: 
9795—National Petroleum Products Co. et al. 
S. F. Ry. Co. et al. 
November 13—Cincinnati, Ohio—Examiner Money: 
9769—The Isaac Joseph Iron Co. vs. M. L. & T. R. R. 
Co. et al. 
9746—Cincinnati Grain and Hay Co. vs. P. C. C. & St. 
Co. et al. 
November 13—Montgomery, Ala.—Examiner La Roe: 
— Foshee Lumber Co. vs. F. A. & G. R. R. Co. 
eta 
November 14—Argument at Washington, D. C.: 
9652 & Sub. No. Re ie York and New Jersey Produce Co., 
Ine., vs. N. Y. H. & H. R. R. Co. 
9528—E. I. Du pont de Nemours Powder Co. R. RB. 
et a 
9565—F. 
9567—E. 
et al. 
9567, Sub. No. 1—E. I. Du Pont de Nemours Powder Co. Ys 
P. & R. et al. . 
9624—F reight Bureau, Macon Chamber of Commerce vs. §. A 
L. et al. 
November 14—Chicago, 


R. Co. et al. 


t a] 
a 


se A. Ee 


“sd 


L, % 


wm. FP: 


I. Du Pont de Nemours & Co. vs. Me. Cent. et al. 
I. Du Pont de Nemours Powder Co. vs. P. & 


Tll.—Examiner Mackley: 
9806—IE. T. Stokes et al. vs. D. L. & W. R. R. Co. et 
* 9806, Sub. No. 1—E. T. Stokes et al. vs. P. R. R. Co 
November 14—St. Louis, Mo.—Examiner Hillyer: 
9744—Romann & Bush Pig Iron and Coke Co. vs. L. ¢ 
R. Co. et al. 
9752—Helvetia Milk Condensing Co. vs. A. V. Ry. Co 
November 15—Lexington, Ky.—Examiner Money: 
9764—Jonas & Sim Weil vs. C. M. & St. P. Ry. Co. et al. 
9805—Kentucky Lumber Co., Inc., vs. St. Louis-San [rancis 
ty. Co. et al. = 
* 9764, Sub. No. 1—Simon Weil & Son vs. C. M. & St. P. BY 
Co. et al. 


November 15—Argument 
9430—Loeb-Apte Co. vs. 
9504—Lahcock Bros. Lumber Co. 

bama Ry. Co. et al. 

November 15—Kansas City, Mo.—Examiner Thurtell: 

1. & S. 1115—Coal from Arkansas and other states and 
following 15th section applications: 247—F. A. é 
agent; 248—F. A. Leland, agent; 259—Midland V 
Co.; 249—Midland Valley Ry. Co. 


at Washington, D. C.: 
S. A. L. Ry. Co. et al. 
vs. Georgia, Florida 





october 27, 1917 THE TRAFFIC WORLD 


BEGINNING AT ONCE 


The Essential Facts Concerning 
Every Application Upon the 
Part of the Carriers for 


ADVANCES IN RATES 


So Far As the Commission’s 
Abstracts Will Permit, Will 
| Be Printed in 


The Weekly Traffic Bulletin 


AND IN 


The Daily Traffic World and Traffic Bulletin 


If you want advance notice concerning the filing with the 
Interstate Commerce Commission and the Shipping Board 
of every new tariff and every supplement, as well as with 
tariff rejections, suspensions, etc., etc., you can obtain the in- 
formation in its entirety in either of these two publica- 
tions and in no other dependable way. 


The subscription price of the weekly Traffic Bulletin, 
alone, is $20.00 a year, or $15.00 a year to Traffic World 

. subscribers, and the subscription price of The Daily Traffic 
World and Traffic Bulletin, including a special confidential 
service in Washington, is $15.00 per month. 


Samples and full information free on request. 


THE TRAFFIC SERVICE BUREAU 


418 South Market Street, Chicago, IIl. 





THE TRAFFIC WORLD Vol. XX, No. 1 


This directory of Warehousemen, Transfer Agents, Freight Forwarders, Customs Brokers, etc., presents the 
announcements of some of the livest and most progressive of such concerns in the country. They invite cor. 
respondence from our readers and can help you if you will lay your distribution or forwarding difficulties 
before them for solution. Practically branch service available without payroll or building investment, 





Minneapolis Warehouse & Transfer Co. 


MINNEAPOLIS, MINN. 
122 SOUTH FIFTH STREET 


DISTRIBUTORS OF POOL CARS AND GENERAL 
WAREHOUSING 


Western Transfer and Storage Co. 


220 TO 226 STANTON ST. 
Et PASO, TEXAS 
FORWARDERS AND DISTRIBUTORS 
DISTRIBUTION CARS A SPECIALTY 


TWO WAREHOUSES ON TRACK 
The only FIREPROOF storage in El Paso 


Cut Rate Package Car Service from Seaboard Territory 


EDGAR’S SUGAR HOUSE, INC. 


520-532 LAFAYETTE BLVD. 
DETROIT, MICH. 
Eight fireproof warehouses on tracks of principal rail- 
roads. The only two fireproof warehouses on the river 


front. Lowest insurance rates in the city. Twelve auto 
trucks for delivery. Write for further particulars. 


Buffalo Storage & Carting Co. 
350 Seneca St., Buffalo, N. Y. 


Storage, Transfer and Forwarding 


Warehouse on New York Central Tracks 


The Wiley & Nicholls Co. 


UNITED STATES BONDED WAREHOUSES AND 
GENERAL STORAGE-DISTRIBUTORS 
Warehousemen and Forwarding Agents. Drayage and 
Heavy Hauling a Specialty. Fireproof Warehouse. Low- 

est Insurance Rate in City. 
GALVESTON, TEXAS 


Bran 


| OAKLAND o CALI FO i? N IAS: SACRAMENTO 


325 ThirteenthSt 


POOL CAR SERVICE 


Shipment L.kates 


| 


LAWRENCE WAREHOUSE @ 


ting 17 Warer 


CHICAGO 


Jos. Stockton Transfer Co. 


536 The Rookery Building 


Teaming of Every Description—City Delivery Service 
and Carload Distributors 


CHARLOTTE, N. C. 


Best distributing point in North and South Carolina. 
Pool Car Distribution, General Merchandise Warehouse, 
Fireproof Building, North and South Carolina Distributors 
for Westinghouse Electric Co., De Laval Separator Co., 
New York; B. J. Johnson Soap Co., Milwaukee; Cudahy 
Packing Co., Chicago, Ill. (Soap Products). Rates 
quoted for storage and reshipping mixed cars. Write us. 

AMERICAN BROKERAGE & WAREHOUSE CoO. 


LINCOLN, NEB. 


Best Distribution Point in the West 
Merchandise in car lots distributed to all points. House- 
hold goods assembled and shipped in car lots at reduced 
rates. Cars sent to our warehouses without charge. 

GENERAL DRAYAGE AND STORAGE 
Fireproof Buildings—Trackage Space, 7 cars. 
Service—the foundation of our success. 


CARTER TRANSFER & STORAGE CO., 8th and Q Sts. 


ST. JOSEPH TRANSFER CO. 
éspONY EXPRESS” 
ST. JOSEPH - : - - MO. 


MERCHANDISE STORAGE WAREHOUSE. 
CARLOAD AND L. C. L. DISTRIBUTION. 
PROMPT SERVICE GUARANTEED. 





CHICAGO— 


Chicago Storage & Transfer Co., (Not Inc.) 


5817-61 WEST 65TH STREET 


Excellent facilities for shipping L. C. L. lots without 
cartage. Carload distribution a specialty. Daily motor 
deliveries throughout the city at very reasonable prices. 
Floors for rent. 


INSURANCE RATE, 15 Cents. 


ROCHESTER, NEW YORK 


General Storage. Forwarding. Carload Distribution. 


Excellent facilities for reshipping without cartage. Insur- 
ance rate 12 cents. Members of American Warehouse 
men’s Association and American Chain of Warehouses 


Write for particulars. 
B. R. & P. WAREHOUSE, Inc. KING and MAPLE STS. 


24-CAR SWITCH 





Byvank Transfer & Storage Co. 


823-825 Lafayette St. 
WATERLOO, IOWA 


RESHIPPING AND DISTRIBUTING 
A SPECIALTY 


Louisville Public Warehouse Co., Inc. 
LOUISVILLE, KY. 


Import and export freight contractors, transfe! 
reshipping agents, custom house brokers. Bonded 
free warehouses. 
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DIRECTORY OF ATTORNEYS— Continued 


ee 
john R. Walker Claude W. Owen| RW, ROPIEQUET JEAN PAUL MULLER 
WALKER & OWEN nes a hae , ACCOUNTANT AND ATTORNEY-AT-LAW 
ATTORNEYS AT LAW Interstate Commerce and Public] 420.424 woodward Bidg., Washington, D. c. 

Litigation Utilities Cases Involving Financial and 0 Analyses, 

interstate pci ta tig Cost of Service Tests and Comparisons, © and Other 

y ; Murphy Bullding, East St. Louis, I. Rate Litigation before State and Federal Commis- 


_= WASHINGTON, D. C.| 506 Mermod & Jaccard Bidg., St. Louls, Mo. sions and Courts. 


— 











CHARLES CONRADIS THOMAS BOND 


JOHN B. DAISH Formerly Commerce Counsel for St. 
Practices before the Louis-San Francisco Railway Co. 
Interstate Commerce Cases Only Interstate Commerce Commission Cases before the Interstate Commerce 


Commission and Public Service Commis- 
418-430 South Market St., Chicago |Si0ns a specialty. 


















602-606 Hibbs Bidg., Washington, D. C. 506-7-8-9-10 Colorado Bidg., Washington, D. C.|Suite 1401 Central National Bank Bldg., 
: St. Louis 
Boreau of Applied Economics|\WwALTER E. McCORNACK| RAYMOND M. HUDSON 
thern Buildin Washington, D. C. : 
Transcription, {Compilation, ‘and ‘Analysis Formerly attorney for Interstate Com- ATTORNEY AT LAW 
See Conan. - merce Commission; Counselor at Law |8OND BUILDING, WASHINGTON, D. c. 
Exhibits Prepared for Freight Practice before U. 8. Supreme Court, U. 8. Court 
Rate Cases Suite 1555 First National Bank Bldg., [Cour MS 2. 4oCourt of Appeals, D.C. Supreme 


Va. and Md. Courts, Executive Departments. 
Congressional Committees, Fed Reserv : 
References Furnished. . Chicago, Il. Federal _ Trade Commission, +e.  R...1 
Correspondence Invited. |- Commission. Cable ‘‘Rayhud.’’ 


Author of “INTERSTATE COMMERCE,” an au- 


E. HILTON JACKSON. | iit *Sincee tnd! common caren E. J. McVANN 
































ATTORNEY AT LAW HAR RNE 
416 5th St., N. W. RY C. BA S ATTORNEY AT LAW 
. Commerce Attorney and Counselor iaeniiniaiin da 

Washington, D. C. Specialist in all matters appertaining to interstate erstate Commerce Practice 

interstate Commmesen  Comsmuiaston, eee ny Fe CHICAGO—No. 11 South La Salle St. 
Federa rade Commission an 
ippi Union Trust Building Marquette Building . . 
The Shipping Board CINCINNATI, OHIO CHICAGO, ILL. WASHINGTON—701 Woodward Building. 






















SAMUEL D. WEAKLEY 70m 2. poe 
ATTORNEY AT LAW AND COMMERCE COUNSEL ATTORNEY AT LAW 
Easier tees Tngeuets Commas ont Hille CLIFFORD THORNE LAW OF CARRIERS AND INTERSTATE 
Former Chief Justice of Alabama. Special Counsel COMMERCE PRACTICE 
for Alabama in litigation in Federal Court with 
five railroad companies involving freight and pas-| Rate and Valuation Cases Lytton Building,| Suite 819-24 First Nat.-Soo Line Bldg. 
senger rates (1907-1914). Before Courts and Commissions. Chicago. MINNEAPOLIS, MINN. 

1807-1812 Jefferson County Bank Bullding, H. J. SHAY, Notary 
BIRMINGHAM, ALA. o Ve eo ry 





BORDERS, WALTER & BURCHMORE 
1630 First National Bank Building, Chicago, IIl. 





M. W. Borders - saaaaond ae — ‘ John o ooemnen 
: ormer orn fe) terstat issi 
CORPORATION, INSURANCE y eys for Interstate Commerce Commission 


AND ANTI-TRUST LAWS ALL MATTERS AFFECTING CARRIERS AND PUBLIC UTILITIES 











EDWARD E. McCALL 


Counsel 


GEORGE V. S. WILLIAMS 


Attorney and Counselor at Law 


165 Broadway, NEW YORK CITY 


CHARLES S. ALLEN (Former Member State of New York Public Service Commission) 
IN CHARGE OF TRAFFIC MATTERS SPECIALTY. —Interstate Commerce, Federal 
rest: eee danas tes: tae Trade and Public Utilities Practice 
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Wholesalers Demand 
G. V. Electric Trucks 


The leading wholesale grocers in almost every large city ‘use and 
endorse G. V. Electrics. Acker, Merrall & Condit have used them since 
1902; H. J. Heinz Co., in a parallel line, since 1906. 


Names like the above and Austin Nichols & Co., Park & Tilford, 
R. C. Williams & Co., Twitchell-Champlin Co., Cobb-Hersey Co., Charles 
Lawrence Co., F. M. Bill & Co., T. & E. Cumpson, Haworth & Dewhurst, 
H. Jevne Co. (Los Angeles), W. B. A. Jurgens, Tolerton & Warfield, 
Tucker & Goodwin, and W. W. Walker Co. carry weight. The Heinz 
trucks, for instance, are used in five different cities. 


Remember, every G. V. Electric saves grain and essential fuels. 

Never were G. V. Electrics so much in demand. Horses and horse 
feed, gasoline and garage costs are all climbing. Night-made electricity 
alone is still cheap. The G. V. need never want for a driver while you 
have a colored porter or an assistant shipping clerk left. They are already 
being operated by women here and abroad. 


We solicit your most rigid investigation of G. V. efficiency. 


Catalog 104 on Request. 


GENERAL VEHICLE COMPANY, Inc. 
@ Gonural Ofte end Pactiry: Leng bland City, BY. @ 


Six Models: 1,000 to 10,000 pounds Dealers in unoccupied territory are invited to correspond 


As a Friend of THE TRAFFIC WORLD, please mention the paper in writing to advertisers. 
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| At home _ abroad. & ae 
os They use WV, ate 
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Wells ‘argo Checks.’ , 4 
Au : FA. \ Binet 
| ARE jan Bic Sis We “a> Hepat . 
7pARIS” LONDON : 


LIVERPOOL 


Going Over? 


Our London and Paris offices are ready to 
be of service to you. As at home, you can 
cash your travelers checks or buy them, send 
or receive money by money order, telegraph 
or cable; ship or receive packages. 


You can cash your Army or Navy checks or 
deposit them and open an account in your 
name. | 


Wells Fargo Will Be Happy To Serve You 


Wells Fargo & Company 


s a Friend of THE TRAFFIC WORLD, please mention the paper in writing to advertisers. 





